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Sentiment in New Jersey Changing 
in Favor of Co-ordinated Service 


OWHERE else than in New Jersey has there been 
so much ballyhoo about the value of competition 
in transportation. Politicians, demagogues and cor- 
poration baiters of every sort have tried to impress 
upon the people of that state that the public is greatly 


_ benefited by having independent buses operated along 


4 


the same routes as the cars of the Public Service Rail- 
way. To them the idea of a co-ordinated bus and rail- 
way service was anathema. 

It is particularly interesting, therefore, to read a 
recent comment on the editorial page of the Newark 
Sunday Call. After mentioning that most of the inde- 
pendents have sold out during the past two or three 
years to Public Service, this paper says: “Better buses 


‘have been put in service, better schedules maintained 
, and a general improvement shown. 


Transportation 
facilities are not ideal, by any means, but the traveling 
public has come to realize that it has more to hope for 
from Public Service than from a lot of independent 
and largely irresponsible operators.” 

Thus does the press substantiate what company offi- 
cials said long ago, that great improvement in bus 
service would result from placing its operation in the 
hands of the established agency. 


' Will Commission Save Buffalo 


from Impending Disaster? 


UFFALO is on the verge of awarding rights to a 
bus company to operate in competition with the 
International Railway. The news accounts indicate that 
only the consent of the Public Service Commission re- 
mains to be secured to make the matter effective. The 
city administration cites the liberality of the proposal 
of the competitor of the railway as the basis of its 
choice, but it would appear that animosity to the railway 
has played entirely too large a part in the decision. 
Reason may exist for this hostility, but the city can 
hardly afford to allow its feelings to weigh in any 
decision that commits the city in unmistakable terms. 
It is true that.on its face the proposal of the com- 


_ petitor appears’ more favorable than that of the estab- 


_ to live up to that promise. 


} 


lished company, but how could it well be otherwise? On 


: what other terms could the intended competitor hope 
to be successful in his quest for rights? 


That the 
seeker of new rights was sincere with respect to what 
he hoped to be able to do will not mitigate the conse- 
quences to the present company and to the public of 
Buffalo of any failure on his part to live up to promises. 
The International Railway was sincere when in earlier 
days it offered to operate at a 5-cent fare, but changed 
economic conditions made it impossible for the company 
Even the rate it now charges 
is inadequate to provide a return on the money invested 
in the property. 

Based on its knowledge of transportation this paper 


cannot do less than point out again at this time, as it 
did in the case of St. Louis, that the speculator or the 
promoter who takes a chance in starting competition 
unquestionably expects to reap an immediate harvest. 
As was said at that time, this can only be done at the 
expense of the residents of the city—the car riders—- 
who in the end will pay the bill. 

Fortunately for Buffalo the Public Service Commis- 
sion will be called upon to pass upon the question of the 
convenience and necessity of the proposed new service. 
That body is cognizant of the soundness of the economic 
doctrine against competition in public service. There 
lies the hope that Buffalo finally will not be permitted 
to commit itself to this impending folly. 


Length of Service Not a Drawback 
to the Really Progressive Worker 


RAVE questions concerning management and men 

are raised in an article, “Street Railway Barnacles,” 
published in Aera for September. Managements that 
pride themselves on their number of long-service em- 
ployees are prodded to inquire whether the long-service 
employee has become utterly lacking in initiative. The 
unknown writer says: “The street railway that has a 
large number of ten and 25-year men, especially as 
operating heads, is unquestionably handicapped to com- 
bat the outside obstacles and conditions.” The article, 
seemingly provocative, has rather overstated the case. 

Length of service in one employ and age of the em- 
ployee have nothing to do with alertness of mind or 
susceptibility to improvement. There are many people 
who are born mediocrities. With these there is no 
immediate concern, except to say that evidence of real 
indifference down the line is often a reflection of indif- 
ference higher up. 

What really is needed is constructive thinking, such 
as the committee on education of the American Associa- 
tion is giving to the problem. It has been said that 
you can’t teach an old dog new tricks. That is quite 
true, but it is equally true that a new dog has often to 
be taught many old tricks before he can be trusted. 

A constant infusion of new blood is desirable in many 
industries, but managements need constantly to be on 
their guard that the application of remedies does not 
leave in its trail reaction worse in effect than the things 
intended to be corrected. There are many men con- 
stantly shifting from one job to another who have a 
genius for upsetting the organizations with which they 
come in contact and who, when they move on, leave the 
mopping up to some really constructive force either 
within the organization or outside of it. On the other 
hand, many instances are on record in the electric rail- 
way industry of really constructive work done by an 
imported personnel where the changes that were 
brought about were accomplished with such finesse that 
men old in the, service were almost unconscious of the 
presence of the new ones except for the realization that 
things were different—and not only different but better. 
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In much of this work it has been found that the long- 
service employees have not only quickly grasped the 
new ideas that were advanced, but that they have in- 
tensively applied them, and that in many cases they 
themselves have advanced many suggestions helpful in 
putting the changes into effect. 

There is a whole science dealing with the question 
that the writer has raised. It would, indeed, be foolish 
to say that there is not some justification for the criti- 
cisms made. In some instances the heroic remedy of 
change or a different environment for the employee 
may be the answer. It would appear that the remedy 
goes back to thoughtful, deliberate consideration of the 
fundamentals and considerate application of the remedy. 
The Aera article, of course, accomplishes a highly de- 
sired purpose if it startles into inquiry those who have 
been content to accept things as they are, but it is 
unsound to say, as did the writer, that the ten and 
25-year men have been on one property too long, both 
for their own good and the good of the property. 


Can Orders for Street Cars 
Be Booked at Atlantic City? 


RELIMINARY announcements, as commented on in 

this paper recently, indicate that there will be an 
interesting exhibit of electric railway cars at this year’s 
convention at Atlantic City. Several operating proper- 
ties as well as car builders are planning to display cars. 

This is a healthy change from the condition that 
existed two years ago when not a single electric car was 
shown. 
change. Probably the most important is that facilities 
for car exhibits at Atlantic City have been much im- 
proved. This. improvement in the facilities for display 
furnishes an incentive to the car builder for making 
the heavy expenditure required. There has also been 
an active sentiment in the industry in favor of such an 
exhibit. The example set by operating companies which 
are undertaking this heavy expenditure in a generous 
spirit of trying to make the convention more valuable 
is also encouraging car builders to show their products. 
- Fundamentally, however, the purpose of a manufac- 
turer’s exhibit at Atlantic City is to acquaint railway 
men with his latest products so as to stimulate sales. 
In the last analysis as a business proposition, that is 
the primary justification for the expense involved. The 
car builders have not been in this position. They have 
not had a complete product to sell. In their business 
they have carried on more as contractors than as manu- 
facturers. Consequently little direct commercial value 
has been derived from their car exhibits. Their pres- 
ence at Atlantic City has been more for the purpose of 
building good will than of actually pushing the sale of 
a particular product. When they have exhibited the 
cars usually have been of a design dictated by an operat- 
ing company. A comfortable reception booth proved to 
be much less expensive. 

Bus manufacturers have been on a different basis. 
They have found that the American Electric Railway 
Association convention is a valuable place to exhibit 
their latest products, from a strictly commercial view- 
point. They have exhibited the latest developments in 

the product they have for sale—and they have made 
’ gales directly attributable to the convention. Railway 
men have come to Atlantic City expecting to look over 
the new buses and then to place orders? Independent 
bus operators from all over the country have attended 
for the same purpose. 


There are, of course, several reasons for the . 


There may be some basis for questioning the sug- 
gestion that electric railway cars can be sold on the 
same basis—but why not? Stripped of custom and 
precedent, is there any inherent reason why a car de- 
veloped by the car builder to suit the requirements of 
many properties, and improved progressively to meet 
modern transportation ideas, could not be sold as a 
complete piece of merchandise? 


A Field for the 
Articulated Car 


HOWING characteristic boldness, the Brooklyn- 

Manhattan Transit Corporation has departed from 
previous practice in the design of a triplex articulated 
subway car. The new cars of this type have a length 
slightly greater than two of the 67-ft. cars which have 
been standard on this company’s lines since 1914. The 
system of articulation not only provides facilities for 
free circulation of passengers, but due to the method 
of supporting the bodies on pivot trucks side sway is 
almost entirely absent. The resultant easy-riding 
characteristic of articulated. cars frequently has been 
commented upon by travelers abroad, where a few such 
cars have been in service for a number of years. 

In the B.-M. T. triplex car, all the good features of 
the former subway cars have been retained, and in addi- 
tion greater freedom of circulation of passengers has 
been secured by widening the aisles and providing pas- 
sageways between the sections at the point of articula- 
tion. These features will also be of direct benefit in ~ 
speeding up train movements, particularly in the rush 
hours, as they tend to reduce the time of stops at 
stations for loading and unloading. 

Especial attention has also been given in the design 
of this car to noise reduction. Although no direct eco- 
nomic return will result, the added comfort of pas- 
sengers will ultimately redound to the benefit of the 
road by attracting traffic to the lines on which such 
cars operate. 

Physical limitations occasioned by heavy grades on 
the bridges and in the under-river sections of the sub- 
way, as well as by maximum rail loads which have been 
established, have made it necessary to hold the B.-M. T. 
articulated car to three sections. With less exacting 
conditions, undoubtedly longer articulated cars could be 
used to advantage if they should be needed for greater 
traffic density. 

Minimum length of any car unit adopted is a most 
important consideration. It affects the economy of 
operation. The density of passenger traffic in the sub- 
ways of New York even during the hours of lightest 
traffic is such as to require a seating capacity of 100 or 
more passengers. In the triplex car, the unit of 
capacity adopted is approximately equal to two of the 
present cars. Elsewhere a smaller or a larger unit of 
capacity might be more appropriate. 

To make adjustments of service between rush hours 
and non-rush hours, the Brooklyn system increases the 
headway and also uses shorter trains. This requires a 
certain amount of uncoupling of trains into smaller sec- 
tions, and a corresponding addition of cars for the peak. 
If the size of the articulated unit is correct, a definite 
economy in this direction may result. 

The adaptation of the triplex car to the service of the 
B.-M.. T. lines will be watched with great interest by 
those who have similar transit problems to meet. 
Whether a similar arrangement can be used for surface 
lines is more questionable. 

o * 
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Articulated Cars in Subway Service 


Body and Truck Construction at the Point of Articulation Pre- 
sent Many Interesting Features—Steel Drums Form Passage- 
ways Between Adjacent Sections — Other Details Are Given 


PiRSTARTICLE 


Mechanical Features of Bodies and Trucks 


By Clarence W. Squier 


Associate Editor ELEcTRIC RAILWAY JOURNAL 


OUR triplex ar- 
‘ ticulated cars, 
' each consisting 


of three bodies 
mounted on four 
trucks, have just been 
placed in test service 
by the Brooklyn- 
Manhattan Transit 
Corporation. 

The over-all length 
‘of each car is 137 ft. 
-and there are seats for 

160 passengers. The 
complete train of four 
articulated cars is 548 
ft. long and will ac- 
commodate more than 
2,200 passengers. In 
general, the design of 
the new articulated 
cars follows closely 
that of the 
steel subway 
cars operated 
by this com- 
pany. The 
weight per 
passenger 
with maxi- 
mum load 
which results - 
_ with this con- 
struction is 
slightly less 


In this view one car body section has 


been removed in order to show con- 

than that of struction details. A cross-bearer with 

the subway socket castings supports the drum. Rub- 
cars, however, 


as determined by comparing one articulated car of 137 
ft. over-all length with two of the present subway cars, 
which together have approximately the same over-all 
length. 
Each of the three body sections of each car is pro- 
‘vided with four sliding doors, two on either side. Each 
door has a clear opening of 4 ft. The trainman oper- 
ates all six doors from a position at the rear of the car, 
and when two cars are coupled together one trainman 
operates the twelve doors of both cars from his position 
between the coupled ends. : 
Some general details of construction for these cars 


were given in the issues of the ELECTRIC RAILWAY 
4 


= 


ber rollers inclosed except where they 
bear against the drum form watertight 
connections. These are pressed against 
the drum by spiral springs. 


JOURNAL for Dec. 6, 
1924, and July 4, 1925. 

The car body con- 
struction, seating ar- 
rangement, etc., follow 
closely those of the 
company’s subway 
cars, which were de- 
scribed in the issues 
of the ELECTRIC RAIL- 
WAY JOURNAL as fol- 
lows: Design, June 6, 
1914; body, June 13, 
1914; truck, brake 
rigging and draft 
gear, Dec. 26, 1914; 
motors and _ control, 
March 138, 1915, and 
lighting, March 27, 
1915. 

In the present arti- 
cles describing the ar- 
ticulated units only 
such features of equip- 
ment and details of 
construction are given 
as differ materially 
from those previously 
described. 

The underframes 
are quite. similar to 
the subway cars now 
in service, except at 
the point of articula- 
tion. They consist of 
two side sills and two 
center sills,, each in 
one piece, running 
practically the whole length of the.car. At the point 
of articulation the center sills are reinforced by 7-in. 
channels from the buffer casting to a special cross- 
bearer about 6 ft. back from the end. The side sills 
are 8-in., 114-lb. ‘and the center sills 7-in., 92-lb. 
medium steel channels. The side sill channels are 
riveted directly to the flanges of the diaphragms of the 
end sills. The center sill channels extend to the front 
edge of the buffer casting, to which they are riveted. 
They are also riveted to the top and bottom cover plates 
of the end sills. These cover plates extend over the 
buffer castings and are x in. thick. The construction 
at the buffer casting is designed to take care of extraor- 


Pivot Truck 
and Construction Details 
at Point of 
Articulation 
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The Side Bearings on 
Pivot Truck Consist of 
a Semi-Elliptic Spring 
Loosely Mounted 
Within a Steel Casting 
with Steel Shoes 
Hooked to the Ends of 
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dinary buffing shocks, and in combination with the 
diagonals makes the entire strength of the framing 
available to resist impact. In addition to the riveting 
of connections, welding has been used to a considerable 
extent to keep out moisture. 

At the side door openings the side sills are reinforced 
by ws-in. pressed steel shapes. To stiffen the under- 
frame transversely, diagonal braces are provided be- 
tween the end sills and the second cross-bearer. These 
braces are %-in. plates with ends flared to provide for 
proper fastening. The main cross-bearers are built up 
of +s-in. pressed steel diaphragms with top and bottom 
cover plates. The intermediate floor supports are i¢-in. 
pressed steel diaphragms without cover plates. The 
accompanying illustration of the underframe shows a 
number of additional features, such as stringers and 
supports for control equipment and for carrying the 
floor, also reinforcing plates to take care of the standing 
load in the area at the side doors. 

The underframe at the ends remote from the point 
‘of articulation is provided with a bolster of the built-up 
type. This consists of steel plates on top and bottom, 
the top plate being xs in. x 12 in. and the bottom plate 
vs in. x 12 in. These have ys-in. pressed steel dia- 
phragms between the plates. The bolster is riveted to 
the side and center sills and a vertical reinforcing 
flange is provided at the ends of the bolster and is 
riveted to the adjacent post of the side frame. 

The center plates at the bolster end of the car are 
made with two bronze anti-friction disks and the bear- 
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ing surfaces of the steel center plate castings are bur- 
nished to avoid cutting. ‘Stucki roller side bearings are 
used, the rack being installed on the truck and the plates 
on the car body. These bearings are of self-centering 
type, one side of the roller being heavier than the other. 


- The force of gravity rights the bearing whenever the 


weight of the car body is not carried on the side bear- 
ing rollers. 

At the point of articulation the end wall of the body 
is arranged to receive the drum, which forms a passage- 
way between adjacent sections for the convenient move- 
ment of passengers. The sheathing of the end walls on 
either side of the drum is $-in. steel without window 
openings. The hood framing is built up of standard 
structural steel shapes and plates. 

The drum at point of articulation ‘is 36 in. outside 
diameter and is constructed of 3-in. steel. The open- 
ings for passage are 2 ft. wide. A weathertight con- 
nection between the drum and the end posts of the car 
is provided by four soft rubber rollers each 3 in. diam- 
eter. These rollers are inclosed on the outside, except 
where they bear against-the drum, by a light steel 
housing which has bearings at the top and bottom in 
which the shaft turns that supports the rubber rollers. 
Two spiral compression springs bear against each 
housing to press the roller firmly against the drum and 
form a weathertight joint. 

The top of the drum is arched so as to shed water. 
The hoods of adjacent bodies are provided with gutters 
so as to direct the flow of water to the outside and make 
a weathertight connection. Several driving rainstorms 
have occurred since the units were received and this 
weathertight construction has proved adequate to meet 
most severe conditions. 

The floor of the drum is made of steel plate with 
diamond design of raised surface. The drum is lined 
with Agasote as a temperature insulator and sound 
deadener. White enameled hand rails furnish a con- 
venient support for passengers. 

The side frame construction in general follows that 
of the present subway cars, except with such changes 
as were necessary due to changed distances between 
windows and door openings. Flat steel panels are pro- 
vided at each side of each door. These panels are rein- 
forced with pressed steel side posts to provide necessary 
stiffness. Horizontal stiffeners are provided on. the 
inside of these panels. The side posts are attached to 
the side sills and to the cross-bearers. Door headers of 
4-in..steel pressings are used over door openings. These 
headers serve to give the proper finish and provide the 
reinforcing necessary to compensate for that portion of 
the top plate which had to be cut away to make head- 
room at the door opening. The side sheathing, except 
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Floor Plan and Side Elevation of Articulated Car. Three Bodies on Four Trucks 


_ September 19, 1925 


The Pivot Truck Contains Some Special Features Necessary to 


Provide for Supporting the Adjacent Ends of Two Bodies 
and for Supporting the Drum ; 


Underframe Construction at Articulated End of Car Body 


A Monitor Roof with Ventilators Opening Outward Is Used. 


Enameled Stanchions Run from the Floor to the Roof at Door 
Openings. Enameled Hand Straps Are Provided Over Each 
of the Longitudinal Seats Adjacent to Door Opening 


Side Bearing Construction at Point of Articulation and 
End View of Support for the Drum 
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at door pocket panels, is #:-in. steel. Wherever possible, 
the joints are welded to insure homogeneity and water 
tightness. There is practically no belt rail, as the win- 
dow sills and the inside stiffeners serve this purpose. 
This construction gives a smooth exterior surface with 
no ledges or water-catching features. 

The roof construction is of monitor type, similar to 
the roofs of the last 350 subway cars built for this 
company. The earlier subway cars in operation have a 
compromise between the single arch and monitor type. 
This type of construction was described in previous 
articles. : 

All side, end and roof sheets are provided with heat 
insulation. An accompanying illustration shows how 
it is applied. All window sash are of brass and are 
provided with sanitary corners. 


TRUCKS FOR ARTICULATED CARS 


The truck design for the new articulated cars follows 
closely that of the truck now being used under this 
company’s other subway cars. Some special features 
have been necessary in the pivot truck to provide for 
supporting the adjacent ends: of two bodies and the 


Top Metal Sash Are Arranged to Drop, the Bottom Sash Being 
Stationary. Four Definite Positions Are Provided: Closed, 
One-Third Open, Two-Thirds Open and Fully Open. Note 
the Rounded Metal Corners Which Insure Proper 
Cleaning. In the Window Used for Signs 
Both Sash Are Stationary 


drum which permits passage between the two bodies. 
These trucks are provided with a special center plate 
and side bearings. The truck center plate is of hemi- 
spherical bowl-shaped design. It consists of a steel 
casting, bolted directly to the truck bolster at its center. 

An interesting form of tilting side bearing is pro- 
vided. This consists of a semi-elliptic spring loosely 
mounted within a steel casting. This casting is bolted 
to the end of the truck bolster and is provided with horns 
which retain the springs in proper position. These 
springs are 30 in. long by 4 in. wide. The ends of the 
top leaf of the springs are bent downward and under to 
form a hook. A cast steel shoe is hooked to the end of 
this spring and the top surface of the shoe engages with 
the chafing plate of the car body side bearing. The con- 
struction of the shoe and its supporting spring is such 
that no pins, bolts or rivets are required to keep these 
members in their correct relation. This avoids reduc- 
ing the strength of either the spring or the shoe by the 
introduction of pinholes. 

The side bearing spring is supported on the center line 
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of the truck bolster and is free to tilt to conform to any 
difference in elevation of adjacent bodies when round- 
ing curves where the outer rail is superelevated. This 
arrangement of tilting side bearings relieves the truck 
-bolster of such torsional strains as would be produced 
if rigid truck side bearings were used. The car body 
side bearings consist of hardened steel plates attached 
to a projection of the body end sill. 

Another feature of the pivot truck is the support 
which is provided 
for the drum. A 
erossbar which 
passes over the 
body center bearing 
is mounted on two 
iron supports which 
are riveted to the 
truck bolster. The 
center of this cross 
bar supports the 
socket casting used 
to hold the drum. 
The bottom of the drum is provided with a ball casting 
which fits into this socket. This ball and socket connec- 
tion is directly above the center plate of the truck. 

Contact shoe beams are applied to the pivot trucks, 
but not to the end trucks, for, due to the length of the 
car, if contact shoes were at the ends they would bridge 
third-rail gaps. The beams are supported from the 
journal boxes the same as on the present subway cars. 

At the point of articulation the functions of body end 
sill and body bolster are combined in one member. The 
semi-circular body center plate is cast integral with this 
bolster filler. This casting also acts as a buffer block, 
the design being such that in buffing, the impact occurs 
on the center line of the longitudinal sills of the body 
underframe. The bottom face of the center plate is 
formed to fit the hemispherical bowl-shaped surface of 
the truck center plate. These sloping surfaces of center 
plates act to keep the buffing faces of the buffer blocks 
in constant contact. The inside edges of the body 
center plate castings are beveled off so as to permit 
freedom of movement on short radius curves which are 
sometimes complicated by superelevation of the outer 


Bodies Are Lined with Temperature 
Insulation and the Interior Finish 
Is of a Fibrous Material, Which 
Acts to Retard Vibration and 
Reduce Noise 
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rail. The construction is arranged to permit regular — 
operation around 125-ft. radius curves, which is the 
shortest for the system. 

The pivot trucks are not provided with motors, but 
the two end trucks of the units have two motors 
mounted on each truck. The present standard trucks, 
which are now under, subway cars, have but one motor 
mounted on each, and the truck bolster is not centrally 
located between the axles. The motor trucks for the 
articulated unit thus have a slightly longer wheelbase, 
this being 7 ft. 3 in. Other than is necessary for adapt- 
ing the trucks to contain two motors, the construction 
follows that of previous design. The truck bolster is 
pressed in the form of a U, and the increased depth 
which results with this type of bolster construction gives 
unusual strength with minimum weight. To prevent 
excessive motion from wear between the car body and 
truck, the bolster is fitted with removable manganese 
steel chafing plates. These are located near the ends of 
the bolster and engage with similar plates attached to 
the transom gusset castings.. 

Rolled-steel wheels 344 in. diameter are used on the 
motor trucks and wheels 31 in. diameter on the pivot 
trucks. The wheelbase of the pivot truck is 6 ft. 1 in. 
and that of the motor truck 7 ft..3 in. At the ends 
remote from the point of articulation provision is 
made to reduce wear on the wheel flanges by use of 
special center plate construction. Cast steel plates are 
provided with felt dust guards, phosphor bronze wearing 
washers and an arrangement for supplying lubricant 
through the floor from the inside of the car body. 

The pedestals are of cast steel with machined guides 
for the journal boxes. The guides have manganese 
steel liners. Oil wells for supplying lubrication for the 
guiding surface are cast in the side walls of the box. 

As these four cars were purchased in order to try 
out the system of the articulated car construction thor- 
oughly for subway service, opportunity was’ given to 
various manufacturers to supply. their best equipment 
suited to provide a passenger car with every facility 
for safety and comfort of passengers and with a maxi- 
mum of reliability of service. An accompanying table 
gives the principal types of equipment used, together 
with names of manufacturers. 


Dimensions and Equipment of B.-M. T. Articulated Cars 


Builder of car body..,.. Pressed Steel Car 
Company 

. Steel triplex body, articulated 
ECADACILV wa ois! sree End sections 56, 
center section 48, total 160 


Type of car. 
Seating 


Length over all..End sections 48 ft., center 

section 41 ft., total 137 ft. 
Widthriomercadlliteus! rat Cue at 9 ft. 1038 in. 
Height’ tail sto roof! es. sasce 120 te iy in. 
Height rail to underside sill..... 8 ft. in. 


Truck centers..End sections 41 ft. 43° in., 
center section 41 ft. 0 in. 
Truck wheelbase....End sections 7 ft. 3 in., 


center section 6 ft. 1 in. 


Door “opening ) 2 3. names 4°fte*0in: 
Drunr opening’ <., jakenecosnie eee Znfts,50\ime 
ROOT Re ALd ete, ce ee ee Monitor type 
Air brakes..... Westinghouse AMUE with 
variable load feature 
Axle bearings: 1a .)s.h tyre 8 5 inside 
Battery regulators..... Safety Car Heating 
& Lighting Company 
BUuZZOL6 chs eycisinies oe eee eae Faraday 
Car signal system: S.).0%0 B.-M. T. special 
Cary trimmings.) enue Statuary bronze 
Center bearings......... B.-M. T. standard 
Compressors... Jes. a. General Electric and 
Westinghouse 
Control. .General Electric and Westinghouse 
Gouplers, 23 ane anioae Westinghouse H-2-A 
‘Destination signs...... Hunter Illuminated 


Sign Company 


Doors.) catertects Steel, Morton Manufacturing 
Company 
Door-operating mechanism... .Consolidated 


Car Heating Company and National 
Pneumatic Company. 
Date eearwvee emits > &\.'s Waugh Company 
Enamel and varnish....Devoe & Raynolds 
Company and Anglo-American Var- 
nish Company. 
End door locks...J. L. Howard & Company 
End door friction device..James L. Howard 
&. Company 
-Tuco Products Company 
and Asbestola Company 


Flooring material. 


Gears and pinions..... Nuttall, helical, and 
G.E., grade/F. 

Grab handles and stanchions.,...... Ellcon 
; Company, enameled 
‘Hand brakes..... National Brake Company 
PHland Straps saree Railway Improvement 
Company 

Hardware....James L. Howard & Company 


Heaters, 24 per section. ..Consolidated Car 
Heating Company ‘and Railway Util- 
ity Company. 

Headlining... 

lumbia Machine Works 

-McCord type adapted to 

B.-M. T. practice 

Junction boxes..... G.E. and Westinghouse 

Lampsionicee cece Bryan-Marsh, 20 in series 


Journa] boxes... 


.Pantasote Company and Co-' 


Motors. .Four 


per car, inside hung, West- 
inghouse 579-R1 and G.E. 282 
Paint for undercoat..... Harrison Brothers 
Power saving device....Coasting recorder, 

Railway Improvement Company 


Sash...Brass, O. M. Edwards and Curtain 
Supply Company 

Sagh' fixtures ssc s closteee O. M. Edwards 
Swing sash catches..James L. Howard & 
Company 

Seats. .... Stationary correct posture, Hey- 
wood-Wakefield Company 

Seating material viw.ics5 «ee oui eee Cane 


Side bearings..Motor truck, Stucki; center 
trucks, special B.-M. T. 
FL erm Ms tte Air, American ; 
truck, Sauvage-Ward 
Springs for truck... Fort Pitt Spring 
Company 
Storage battery........... Edison Company 
Switchboard, safety type...... Consolidated 
Car Heating Company 
Temperature insulation..... Johns-Manville 
Company and Tuco Products Cor- 
poration. 
Thermostats...... Railway Utility Company 
Threshold and platform treads..... Feralun 
SPrucks sted Pressed Steel Car Company 
Ventilating fans....G.E. and Westinghouse 
WhREGIS nate a athe s ‘Schoen, 31 in. and 343 in. 


Slack adjuster.... 


.R0060—0@#3#0#—@—q—ms—=$=$—$™—$=$Mm0M0M9Bmmm9M9mmm9TO SOOO ee 
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Fitting the Bus 
Into the Transportation System 


In General, Railway Operating Practices Are Followed by the 
Connecticut Company—Services Are Co-ordinated as to Route 
but Not as to Headway—Feeder Service Extended Downtown 
—Many Extra Buses Are Used to Handle Rush-Hour Traffic 


In New Haven Buses Have Their Terminus One Block Away from the Busiest Street Intersection 


URING the four years since bus operation was 
first undertaken by the Connecticut Company 
notable progress has been made in fitting this 

vehicle into the general transportation system in the 
territory served by the company. I’o remedy the chaotic 
conditions existing in Connecticut as a result of exten- 
sive wildcat jitney operation, in July, 1921, a law was 


“passed which made it necessary to secure from the 


Public Utilities Commission a certificate of public 


necessity and convenience before bus operation could be 
undertaken. This had the effect of eliminating this 
wildcat jitney service. In the main, the jitneys had 
simply duplicated the railway service and taken the 
cream of the business. The readjustment of transporta- 
tion facilities as a result of regulation and the enact- 
ment of a law giving street railways the right to 
operate buses placed the company in a position to use 
the bus as an auxiliary to its cars. 

Bus service now being rendered by the railway may 
be divided into three classifications: First, service is 
given to new districts which have grown up at consid- 
erable distances from existing car lines. Second, over 
certain tracks railway operation has been discontinued 
and bus operation undertaken in its place. Under these 
circumstances, operating practices with buses have been 
much the same as those with street cars. A third kind 
of service is being given in a few instances where it 


has been possible to connect important terminal popu- 
lations by bus routes shorter than those of the cars. 
Departures have been made from established railway 
practice to meet these conditions. 


Bus ROUTES COVER NEW TERRITORY 


From an operating standpoint the first two of the 
classifications mentioned have received similar treat- 
ment. Co-ordinated service in these cases means simply 
that the routes of car lines and bus lines have been 
so laid out that all sections of the city have been pro- 
vided with adequate transportation facilities. Thus 


‘existing car routes have influenced the location of the 


new bus routes, but each bus line when established 
has been operated on a strictly independent basis. No 
attempt has been made to tie up the bus schedules in 
city service with the railway schedules any more than 
would have been the case if a new car line had been 
built to serve that particular district. 

No competition exists between railway lines and rail- 
way-operated buses. In a few cases buses connect the 
same terminals as some railway lines, but they follow 
different routes. At one time the company experi- 
mented with a combined service given partly by car and 
partly by bus on the same route, the bus route, however, 
continuing beyond the terminus of the car route. In 
this instance the bus service was somewhat faster 
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than the trolley service, and a tendency was noted to 
overcrowd the buses and neglect the cars. This was 
remedied by operating the buses express to the ter- 
minus of the car route. Express or de luxe service at 
a higher fare along certain routes has been considered. 
In the interurban territory served by the Connecticut 
‘Company, however, it does not appear that sufficient 
density of traffic exists to warrant two kinds of service 
on a single route. 

Buses are operated at the same fare as the street 
cars, 10 cents cash, three token for 25 cents. Transfers 
are issued free by both cars and buses and are received 
interchangeably. This is done because the bus service 
is of the same character as the car service, in some 
instances replacing that service, as has already been 
stated. An exception to this practice exists in the cases 
where bus service has been instdlled to provide faster 
transportation between points already connected by 
the railway line. . 


FEEDER SERVICE OPERATED INTO BUSINESS SECTION 


Bus routes have been continued downtown into the 
business section, although this has resulted in some 
duplication on certain streets. It was found that feeder 
service which simply connected with the nearest car line 
was unsatisfactory. Difficulties arose when an attempt 
was made to co-ordinate the bus schedule and the car 
schedule on such connecting lines. Moreover, there is 
always considerable objection on the part of passengers 
to a change of vehicle. In such a case they would be 
compelled to leave the bus in, which they had begun 


¥ 


S 
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their journey and board a street car, or vice versa. 
Disagreeable waits during inclement weather and the 
possible lack of empty seats in the car tend to make 
this practice objectionable. The saving in bus-miles 
operated is not ordinarily sufficient to offset the dis- 
satisfaction created. 

Flexibility of the bus, however, has been taken advan- 
tage of to prevent increase of congestion at certain 
heavy traffic points. For example, bus lines in New 
Haven have their terminus at Chapel and Temple 
Streets, one block away from the congested intersection 
of Church and Chapel Streets. Passengers transferring 


SUMMARY OF BUS OPERATIONS BY DIVISIONS 
Number of Buses Number of Routes 


Assign perat 

New Haven:.: Sect fuer tnt eee 11 4 
eartford 2.25 sc ehtnist Ancra erate eters 23 5 
Bridgeportsc spice nen ee eens zh 15 5 
Waterbury sian Janata tera auaae rae 17 3 
New’ Britain es). Sas. fasieeseen eects 9 3 
Middletown: .\...:2 :hiGie oaeaebieiae ieee 2 a ( 
Morideny.. 22st hoe eae ee eet 3 1 
Stamford... aJa5 bee in HR acai gts Oe a atta 2 3 

ew: London. 2.0 en ec eine ener et aae 8 | 

Total. fora te ESO aan ce ie nen = 90 26 


between cars on Church Street and buses on Temple 
Street are expected to walk this block across the 
“Green.” 

Experience with buses of various sizes has led the 
Connecticut Company to the conclusion that the single- 
deck 29-passenger vehicle is the most economical type 
under conditions existing in that territory. Under a 
law passed at the last session of the Connecticut Legis- 


))) LEGEND 


Conn. Co Trolley Lines \" 


Bus Routes Have Been so Laid Out that All Sections of New Haven Are Provided with Convenient Transportation Facilities 
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Between New Haven and Bridgeport the Bus Route of the Connecticut Company, Shown Dotted, Is Shorter and 


More Direct than the 


lature the Public Utilities Commission was given 
authority to prescribe the number of standees which 
can be carried. This number must not exceed 25 per 
cent of the seating capacity. While there are many 
hours of the day when a seating capacity of 29 is larger 
than the traffic demands, the peak loads in the industrial 
cities of New England are so sharp that a maximum 
rush hour capacity is needed. Carrying a few excess 
seats in the middle of the day is thought to be more 
- economical than to provide an additional number of 
extra buses to handle the rush-hour peaks. 


MANY EXTRA BUSES REQUIRED.IN RUSH HouRS 


In a highly developed industrial community such as 
that served by the Connecticut Company nearly every 
bus route has its peculiar peak-load problem, and 
owing to the smaller carrying capacity of the buses, 
as compared with the trolley cars, a greater percentage 
of spare bus equipment is necessary for extra service. 
. These extras usually carry only a one-way load. On 
certain routes it is necessary to double and on others 
to treble the number of base schedule buses during the 
peak-load periods. The tendency is, therefore, to a 
much lower average daily mileage per bus owned where 
a considerable number of buses have to be maintained 
for service but a short time of each day. Some revenue 
is obtained through the use of spare equipment for 
special chartered bus service. - 

The schedule bus speed on the Connecticut Company 
system is between 11 m.p.h. and 12 m.p.h. This is 
slightly higher than the schedule speed of cars. Due 
to the more sparsely settled nature of the territory 
along the streets where the buses are operated there 
is less congestion. This permits a somewhat higher 
speed. Where buses and cars operate through the same 
streets there is little difference in speed. On private 
right-of-way the schedule speed of cars is considerably 
higher than that of buses on the highway. 

A “superior convenience” service is operated by the 
Connecticut Company on certain routes. This is the 
third classification mentioned above. An outstanding 
example of this kind of service is that between New 
Haven and Bridgeport. A car line connecting these 
cities follows an indirect route, touching various com- 
munities on Long Island Sound between these two ter- 
minals. The bus route, on the other hand, is an almost 
direct line from city to city.. A reduction of 45 minutes 
has been possible in the running time. For this reason 
a higher fare is charged on the buses than is charged 
on the cars. A few other routes of this nature are in 


Car Route, 
Shore of Long Island 


Shown Solid, Which 


Follows the 
Sound 


operation and proposed. Where they follow the same 
streets as the car lines they are operated express, 
leaving the local business to the cars. In the territory 
remote from the car lines, however, buses pick up and 
discharge local passengers. 


SERVICE GIVEN WHOLEHEARTEDLY 


In the opinion of the management, if bus service is 
given at all by an electric railway it must be given 
wholeheartedly. The same care and attention are paid 
to supervising bus operation as are given to railway 
operation. Satisfactory results will not be attained, it 
is thought, if buses are operated indifferently, simply 
for the sake of saying that such operation has been 
undertaken by the railway. Service given by the Con- 
necticut Company, however, has been kept up to a high 
standard, and excellent results have been attained in the 
way of improved public relations. 


Turning Locomotives with Pantograph Up 


PECIAL cobweb overhead construction has been 
used by the Narvik Kiruna electric railway on the 
northern Swedish-Norwegian border to permit turning 
a locomotive without taking down the pantograph. 
Locomotives are turned on a rotating platform in front 
of the roundhouse. Overhead construction is supported 


Cobweb Overhead Construction Used to Facilitate 
Turning Locomotives 


by a number of steel poles arranged in a semi-circle 
around the turntable. Numerous connecting wires 
between the radial lines to the poles form a close net- 
work against which the pantograph can rest in any 
position. Single-phase, 15,000-volt current is used on 
this electrification. 
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Continued Accident Reduction in 


Charleston 


URING the first half of 1925 the Charleston Con- 

solidated Railway & Lighting Company, Charles- 
ton, 8S. C., reduced the number of accidents from 270 
for the corresponding period in 1924 to 199. This was 
a reduction of 26 per cent. The preceding year a 
reduction of 41 per cent was made when the total 
number of accidents during the first six months of the 
year was reduced from 451 to 270. This continued 
reduction in the number of accidents is believed by the 
management to be the result of impressing the train- 
men with the seriousness of the situation and the 
necessity for them to co-operate if they wish to con- 
tinue to hold their jobs. 

This plan was inaugurated by the posting of a bulle- 
tin to the effect that damage suits aggregating more 
than $100,000 had been. brought against the company. 
It was pointed out that the company might have to 
pay this large sum in order to continue operation. As 
the financial situation was not particularly favorable, 
every additional accident became a serious factor in 
determining whether operation could be continued. 

Much impressed by this bulletin, the trainmen 
requested their department head to attend a meeting 
and talk to them about accidents. This suggestion 
was carried out in the form of a round-table discussion. 
It was pointed out that judgment would probably not 
be entered against the company for the full amount of 
the damage: suits, but awards .of one-third of the 
amount would be a serious blow and would raise the 
question whether or not operation should be continued. 
Attention was called to a recent judgment against the 
company in a case where an automobile pulling out 
from behind a street car had collided with another 
car running in the opposite direction. Despite the fact 
that it was proved that the automobile driver was 
blind in one eye and that he drove his automobile 
head-on into an approaching car, the judgment had 
been rendered against the company. This judgment 
had encouraged other automobile drivers to bring suit 
against the company no matter who was at fault and 
meant that every accident was likely to cost money. 

Good results followed this talk for a time, but a 
little later a number of minor accidents occurred. After 
careful investigation these proved to be entirely the 
fault of the trainmen. Each man was called into the 
office, shown that with due diligence he could have 
avoided the accident and told how much the settlement 
had cost the company. He was then given a chance to 
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resign from the railway’s employ or to pay one-half the 
cost of the judgment. In every case the trainmen chose 
to pay one-half the cost of ,settlement. Only one of 

these men has figured in an accident since that time. — 


Milwaukee Tries Unit Track Construction 


XPERIMENTS in the construction of unit sections 

of track at a central location are being tried in 
Milwaukee to determine whether a saving can be made 
in time and labor over the customary practice of laying 
the track directly in the street. The first experiment 
of this kind was carried out in connection with the re- 
building of track on Reed Street. 

For this particular job the track was assembled and 
fabricated at the lower Cold Spring yard in sections 
60 ft. long. These were delivered to the job by utility 
train and unloaded in the track trench with the com- 
pany’s derrick cars. 

Accompanying illustrations show the process followed 


Unit Sections of Track Are Assembled in Storage Yard 


for carrying on this work. The rails were spiked to the 
ties in the yard and were handled to and from the flat 
cars by derricks. It is believed that this method of 
building track in the central storage yard offers the 
opportunity for developing mechanical equipment to 
construct track units on a quantity production basis at 
a considerable saving in time and labor. Successful use 
of this method is expected to reduce materially the 
number of men working in the, street and also to cut 
down the time that a street is closed to traffic while 
trackwork is in progress. 

One of the questions to be determined was that of 
handling the completed section between the yard and 
the job. The present experiment indicates that the 
scheme has possibilities, and plans are under way to 


. perfect arrangements so that it can be tried out on a 


large enough scale to determine its practicability during 
construction work next spring. 


Two Cranes Unload the Sections Rapidly in the Prepared Track Trench 
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Multiple-Unit Door Control 
on the Interborough Subway Trains 


This System, Which Has Been Installed on 1,577 Cars in New York 
City, Permits Two Train Guards to Open and Close the Doors of a 
Ten-Car Train at Station Stops—There Has Been a Reduction of 
Accidents Over the Former Method—The System Is Fully Described 


HEN the sub- 
way of the 
Interborough 


- Rapid Transit Com- 
pany was opened in 
1904, a guard was 
stationed at every two 
adjacent car plat- 
forms. Each guard 
opened the end side 
door of each car near — 
him by levers, oper- 
ated manually. Later, 
when center side doors 
were added to the cars, 
these center doors 
were arranged to be 
opened by pneumatic 
door engines whose 
valves were actuated 
by levers from the end 
platform. In other 
words, all three doors 
on each side of the car 
were operated by lever 
control, each guard 
opening the end doors 
on each side of his 
position between cars 
and also the center 
side door of the car cS 
behind him. Center 
side doors were put in operation in the express service on 
April 26, 1909, and in the local service on Sept. 23, 1912. 
The manipulation at each station stop of these three 
handles first to open the doors and then to close them 
involved some strength, and the speed of the opening or 
closing of the doors was largely dependent upon the 
amount of physical power applied by the guard, together 
with the momentum that might be gained by the door. 
. When manipulating these doors, the guard stood on 
the bumpers in the center of the passageway between 
the vestibules, and while he had a clear view of the two 
end side doors near him, his view of the center side 
door, about 25 ft. away, depended upon the number of 
people in the car who stood between him and that 
door. In the congested hours, both morning and night 
and at other times, his view of the center side door 
was often completely obscured. Even when his view 
inside the car was clear and he could see the passengers 
alighting at the center side door, it was with difficulty 
that he could look through the windows of the car in 
a diagonal direction and be sure that all passengers 


The Guard Now Stands in an Elevated Position Where He Can 


See All the Car Entrances 


had boarded at that 
door who desired to do 
so. As passengers gen- 
erally alight first and 
have usually prepared 
to do so by the time 
the train comes to a 
station stop, and as in 
the most crowded mo- 
ments in the subway 
there is a general ob- 
servance of the custom 
to let the passengers 
off the car before any 
attempt to board, door 
accidents happened to 
the boarding rather 
than to the alighting 
passengers. Especially 
was this so at the cen- 
ter side door, with the 
guard’s vision ob- 
structed and many 
times completely shut 
off. Then, too, in this 
connection there is 
always the effort of a 
great many passen- 
gers, after they have 
passed the turnstile or 
ticket collector, to at- 
tempt to board a train 
even if the doors have started to close. This course of 
conduct added to the number of accidents happening at 
the center side door. In fact, the careless passenger, 
trying to beat the closing door, often met with an acci- 
dent under the eye of the guard at the end side doors, 


_for the passenger would be hit before the guard would 
*have a chance to reverse the door movement. 


Then, of 
course, at times, through the failure of the guard to 
exercise proper care, door accidents happened. Acci- 
dents also occurred because the guard’s attention was 
divided between his duty to watch for approaching pas- 
sengers and the manual labor of closing the door. 


Door ACCIDENTS INCREASED WITH GROWING TRAFFIC 


As the density of traffic in the subway increased the 
number of door accidents increased. While most of 
these accidents were trivial so far as injury was con- 
cerned, there were many where the injuries were severe. 
Both types of accidents, trivial and severe, increased 
in number and became a matter of grave concern both 
from a humane and from a financial point of view. 
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Position of guard and conductor when operating 
{Gi ving them an unobstructed view of doors. 
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The Upper Diagram Shows the Former Method of Operation with a Guard on Every Two Adjoining Platforms. 


The Lower Diagram 


Shows the Position of the Two Trainmen Controlling the Doors of a Ten-Car Train 


This is shown by a comparison of the settlements made 
in suits and claims arising out of door accidents on the 
Interborough lines. With the old door operation the 
average amount paid each year in the settlement of 
suits and claims was $68,644.44. This figure rose to 
$104,982.76 at the end of the fiscal year June 30, 1916; 
to $161,060.20 in 1917; $110,295.20 in 1918; $115,955.50 
in 1919, and $116,110.73 in 1920. 

Naturally, the attention of the company’s manage- 
ment was directed to this situation, and the installation 
of the present multiple-unit air-electric operated door 
control is the result. The original idea of the system 
of multiple-unit door operation was the joint product 
of Frank Hedley, president of the Interborough Rapid 
Transit Company, and James §S. Doyle, its superin- 
tendent of car equipment. The operating details of the 
system were developed through the co-operation of the 
engineers of the Interborough Rapid Transit Company 
with the National Pneumatic Company, and the latter 
company supplied the equipment. The system as in- 
stalled included the use of much equipment for auto- 
matic door control which had already been developed 
for side door cars by the National Pneumatic Company. 


NEW FEATURES OF EQUIPMENT 


The notably new features in the system are the posi- 
tion of the guard and the number of guards per train. 
The guard, instead of standing with his feet on the 
platform in the center between two cars, now stands 
on raised steps built out on the outside ends of the 
cars and has a clear view of the station platform and 
of the passengers approaching his doors. (The dif- 
ference in-position of the guard is shown on one of the 
illustrations in this article.) He is thus in an advan- 
tageous position to have a clear and unobstructed view 
of the movement of passengers in and out of all doors 
and he is able to devote his whole time to observation. 


At Left, Door-Control Switch. At Right, 
Diagram Showing Connections of Door 
Locking and Unlocking Device 


Locking 
is deénergised ai 


each door 


a a eg a 


Instead of three levers to operate he simply has to press 
a button either to open or close his doors, an operation 
requiring no physical labor and which he can perform 
while looking up and down the station platform. The 
door closes by means of air power, electrically controlled. 
The speed of the door in opening and closing is me- 
chanically adjusted and it is beyond the control of the 
guard to change this speed. In the event of the care- 
lessness of the guard in closing a door too soon or the 
attempt of a hurrying passenger to get through the 
closing door, no injury’ canbe suffered, because the 
edge of the door is rubber cushioned, and the pressure 
of only a few ounces causes two sets of coil springs 
inclosed therein to come in contact and complete an 
electric circuit, immediately causing the closing door 
to reverse its direction of travel and go to the full open 
position. In addition to preventing injury this easy 
reversal of the door adds to the comfort and convenience 
of the passenger, for if a guard has set in motion the 
closing operation of the door, a tardy passenger, by 
causing a slight hand pressure on the edge of the door, 
can reverse it and thus board or alight from the car. 
By the multiple-unit door-control system two or more 
cars can be joined together as a unit and the doors 
operated simultaneously. This results in greater effi- 
ciency of operation. By the simultaneous operation of 
the doors with no manual labor, the length of time of 
the station stop is lessened and the carrying capacity 
of the subway increased. When each door is closed a 
safety bolt is thrown behind each door, mechanically 
locking it in a closed position. After all the doors 
are closed and locked, and not before, a light is flashed 
in the motorman’s box indicating that’ the doors are 
closed and it is safe to go ahead. At the same time a 
red light over the center door of each car, which is 
illuminated while any door is open, goes out. The doors 
cannot then be opened until the live button is pressed 


4 
&, Conductors indication light 
“Jocated over center door 
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where the guard is stationed. The buttons on the cars 
at points where there are no guards are made dead by 
switches, which are locked open to cut off the electric 
current. They can be unlocked only by a special key. 
This avoids interference with the doors by any un- 
authorized person. 

To provide a means of opening the doors in case of 
accidents an emergency door-opening device is installed 
in every car, by the use of which the doors can be 
opened from the inside or from the outside. The ves- 
tibule doors between the cars are open, so the passen- 
gers can move freely from one car to another through- 
out the length of the train. Thus the passengers have 
access to the guard in cases of necessity, and the guard 
has access to any of the cars on either side of him. 


EXTENT OF USE 


Since the adoption of this system of multiple-unit door 
control on the Interborough Rapid Transit Company 
it has been installed on six-car trains on the London 
Underground (District) Railway and on shorter trains 
in subways in Boston and Philadelphia. An experi- 
mental car has been fitted with the equipment for the 


Barcelona subway. 


In New York, the system was given practical trials 
on trains without passengers in 1919 and 1920. Later 
in that year permission was received from the Public 
Service Commission to place it in service upon 982 
so-called “low-voltage” cars, or those in which the train 
control mechanism is operated by a storage battery. 
In these cars the same storage battery is used for 
operating the multiple-unit door control. In July, 1922, 
the Transit Commission authorized the installation of 
the multiple-unit door control upon 100 more “low- 
voltage” cars, and in December of the same year its 
installation was authorized on 396 “high-voltage” cars. 
In these cars line voltage is used to actuate the train 


control, but as it was thought wise to continue the use 


of battery power for the door control, these epuipments 
included the installation of batteries on each car for 
operating the door control. Late last year 100 more 
multiple-unit door-control equipments were added, so 
that now the company has 1,577 cars equipped with 
‘this system. 

Up to April 28, 1924, one man was used for every 
two cars. Since that time, trains of six to ten cars, 
with all the doors operated by two men, and trains of 
five cars or less, with all the doors operated by one 
‘man, have been put into service, and since July 9, 1924, 


all the doors of multiple-unit door-control trains have 


‘been thus operated. 

Carefully compiled accident statistics of the trains 
equipped as described indicate a great reduction of acci- 
dents for these trains as compared with those having 
‘manually operated doors with a man for each car. On 
a mileage basis the figure is about 1 to 5 in favor of 
the m.u.d.c. cars. There is also a notable gain in 
safety of the train with one man for each five cars over 
‘the use of one man for each two cars. 


POSITION OF GUARD 


Details will now be given of the multiple-unit door- 
control equipment used and its method of operation. 
At the ends of each car at each side there is a step 
about 18 in. from the side of the car and about 12 in. 
above the car platform, so that when two cars are 
coupled together the trainman can stand with one foot 
‘on a step: of each car and have a clear view along the 


Above, End of Car Showing Master Door Controllers and Steps 
Used by Guard When Closing Doors. Below, Larger 
View of Master Door Controller 


outside of the cars of the doors of which he operates. 
While on these steps he maintains his equilibrium by 
resting his arms on the master door controller, which 
is built out from the body of the car at about the level 
of his elbow when he is in this position. Underneath 
this controller is a button, which is pushed by the train- 
man to open the car doors. At the outer end of this 
controller is another button used by the trainman to 
close the car doors. Between the cars is a seven-point 
door-control train-line jumper. Six of its wires are 
made up of one wire on each side of the car to close 
the doors, one wire on each side of the car used to 
open the doors, and one wire on each side for the red 
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indication light above the center doors of each car. 
The seventh wire is for the secondary starting system, 
to be described later. 

When the doors of a ten-car train are operated by two 
men the train is divided up into four units of one, three, 
five and one cars. The conductor stands between the 
first and second cars and operates the doors of the first 
car with one hand and the doors of the following three 
cars with the other hand. The guard stands between 
the last two cars of the train and operates the doors of 
the rear car with one hand and the doors of the pre- 
ceding five cars with the other hand. 


Conductor's cutout--¢xA—S 
switch off position 

Closing -wire 

No. 3 door 


Motorman’ indication circuit 
lock interlocks 


in series with all door and 


DooR-CONTROL SWITCHES 


—J 
= 


The door-control switches are located: overhead in the 
vestibule at each end of each car. Each switch has 
three positions, “car,” “off” and “train,” each of which 
is indicated on the switch. When the switch is at 
“car” position the door wire connection between the 


Motorman’s 
Indication 
circuit 


car 
two cars at that point is broken and the train is divided 
into separate units at that point. At the same time 
the push buttons for operating the doors at that point 
are energized, so that the doors can be operated by the 
push button. 

When the switches between two or more coupled cars 
are turned to “train” position the doors on those cars 
operate as a single unit from the push buttons at the 
vestibule where the switch is in “car” position. The 
push buttons at the point where the door-control 
switches are at “train” position are dead and will not 
operate the doors. Thus no passenger or third person 
can open or close a door, and perhaps cause an accident 
by attempting to manipulate the push buttons at these 
points. 

When the door-control switch at the end of a car is 
turned to “off” position all door-control jumper con- 
nections are broken at that point and the push button 
on that end of the car is inoperative, preventing any 
passenger or third person opening or closing the doors. 
These door control switches are always locked in one 
of the three positions and the position of the switch 
can only be changed by the use of a special key by an 
authorized employee. 

On a ten-car train, operated by two men, therefore, 
the proper setting of the door-control switches would be 
as follows: On the ends of the first and second cars 
and the ninth and tenth cars, where the conductor and 
the guard are respectively located, the switches would 
be at “car” position. Between the second and third 
cars and between the third and fourth cars, the switches 
would be at “train” position. Between the fourth and 
fifth cars, they would be at “off” position; and between 
the fifth and sixth, sixth and seventh, seventh and 
eighth and eighth and ninth cars, they would be at 
“train” position. The switches at the extreme ends of 
the train. would be in “off” position. With switches 
set as described, the conductor can operate the doors 
of the first four cars, and the guard the doors on the 
six rear cars. 
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It is drawn to include two cars and shows the connections to one door of 
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the Multiple-Unit Door-Control Cars of the Interborough Rapid Transit System 


This Is a Schematic Wiring Diagram of the Multiple-Unit Door-Control System Used on 
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MOTORMAN’S INDICATION CIRCUIT 


Conductors.cutour 
“switch car position 


There is also a separate motorman’s indication circuit 
running through the train, connected by a separate 
jumper between the cars and mechanically interlocked 
with the door movement, as will be described later. 
When this motorman’s indication circuit is complete 
a light in the motorman’s controller box indicates that 
all doors are locked and closed and that it is safe to 


¥7 Closing button 


EE 
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start the train. If the circuit is broken at any point, 
the light goes out, indicating to the motorman that one 
or more doors are unlocked or open, or both, and that 
it is not safe to start the train. 


METHOD OF UNLOCKING AND OPENING Doors 


When the door switch is in “car” position at the 
point where the trainman is stationed, the trainman 
pushes up the opening button, located beneath the mas- 
ter door controller. This admits the current from: the 
storage battery into the opening wire, energizing the 


car door retaining relays on each car of the section he 


is controlling. The energizing of the retaining relays 
completes the circuit on the electro-pneumatic door-lock 
magnet valve, and the energizing of this magnet valve 
causes the withdrawal of the mechanical. door locks 
from behind each door on each car of the section. The 
withdrawal of the door lock interrupts the motorman’s 
indication circuit and mechanically closes the door-lock 
interlocks. The closing of these interlocks completes an 
electric circuit to energize the door engine opening mag- 
net valve. The energizing of the opening magnet valve 
exhausts the air from the closing side of the door 
engine and at the same time admits air into the opening 
side, causing all doors on all cars of the section to move 
to the full open position. As soon as the doors are 
unlocked a red signal light is automatically illuminated 


over the center door of each car to indicate that the 


car doors are open, and it remains lighted until all 
doors on all cars in that section are fully closed and 
locked. 

The closing operation of the doors is a serially 
reversed action and is caused by the train guard press- 
ing the electric closing button. This energizes the 
door engine closing magnets, causing the doors to move 
to the closed position. When this is accomplished the 
retaining circuit on the door locks is broken. This 
causes air to be admitted to the door-lock cylinders, 
thus throwing the locks in place behind each door 
throughout the train. When all door locks reach the 
end of their travel the red lights over the center doors 
are extinguished and the motorman’s indication circuit 
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At Left Is Shown the Door-Lock Operating Device with the Door Lock Withdrawn 


with the Door Lock in Position. 
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The Indication Light Near the Center Door of Every Car Shows 
the Guards Whether the Doors Are Closed and Locked. The 
Inset Shows an Enlarged View of. the Indication Light 


is automatically completed throughout the train and he 
starts the train on its journey. 


INDICATION CIRCUIT AND Door. INTERLOCK 


The motorman’s indication circuit, to which several 
references have been made, is connected with a signal 
lamp in the motorman’s operating cab. When this 
lamp lights the motorman knows that all doors in the 
train are closed and locked. The current for this lamp 
is taken from the rear end of the train and passes 
through interlocking contacts in a series connection 
with each and every door and door lock on the entire 
train. Thus, any interruption to the circuit at any 
point causes the light to be extinguished. 

These door interlocking contacts, which are placed 
immediately back of the door, are actuated by a round 
rod which runs through the door and is attached at the 
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At Right, Position of the Doce Engine with the Door Open 
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This Diagram Shows the Connections for Automatically Reversing 
the Movement of the Car Door 

front of the door to the bottom of the reversing spring 
support. The opening of the door or any obstruction in 
the path of a closing door causes these interlocking 
contacts to be open-circuited. This rod is not shown 
in the illustrations, but its position and the connections 
made by it are indicated in the drawing on page 436 
showing the main wiring circuits. 


SPEED OF DoorR MOVEMENT 


The speed of the door movement is determined by the 
flow of air through a constant port in the air cylinder 
of the door engine. Hence it cannot be increased 
beyond a predetermined rate by the train crew, though 
it may be decreased through a leaky air valve. This 
fact that there is a maximum rate of closing is con- 
sidered an important safety feature. The operation of 
opening a door takes from 33 to four seconds, and the 


closing from four to 4% seconds. If a door remains open 
when the closing button is pushed, the trainman closes 
it by hand or this is done by a platform guard. If it is 
evident that something is wrong with the mechanism, 
the guard turns the snapswitch at the door engine, 
thus energizing the closing engine valve and keeping 
the closing air pressure on the door. This prevents 
the door from being opened thereafter during the trip 
when the conductor’s push button is pushed. In case 
the ‘door cannot be fully closed it is guarded by an 
employee, or if no employees are available for this pur- 
pose the passengers are discharged from that car. 


SECONDARY SIGNAL CIRCUIT 


As the motorman’s signal circuit is broken if any 
door remains open, it is obvious that some means must 
be provided to carry the starting signal to the motor- 
man in case a door cannot be fully closed and has to 
be guarded by an employee. A secondary signal is 
therefore provided by a flash signal system whereby 
the guard near the rear end of the train, by pressing 
a button, signals the conductor through a lamp over 
the door of the-forward car where the conductor is 
stationed. The conductor then gives the manually 
operated bell signal to the motorman to proceed. 


Door-REVERSING DEVICE 


The door-reversing device, already briefly mentioned, 
is really an essential part of the multiple-unit system. 
Otherwise a trainman, in operating doors three and 
four car lengths away, could not be sure that passen- 
gers might not be passing in or out and would be hit 
by a closing door. It consists essentially of two steel 
coil tension springs hung on the front vertical edge of 
the door and inclosed in a very flexible sheet rubber 
casing. These springs are held at the top in a rigid 
bracket and at the bottom on two hinged arms of the 
form shown in several illustrations. Normally, these 
springs remain about 4 in. apart, and they are of 
different pitch so that if they come in contact they will 
not mesh with each other. 


At Left, Edge of Car Door with Rubber Cover. 
of Springs, 


In Middle, Car Door with Rubber Cover for Springs Removed. At Right, Lower Ends 
Showing Method of Attaching Them to the Door 


| 
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| door-opening magnet valve and then, through ground, 
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Through a sliding contact and shoe, one of these 
springs is connected to the positive terminal of the 
operating storage battery. Through another sliding 
contact and shoe the other spring is connected to the 


to the negative side of the battery. Hence, when these 
two springs come in contact at any point, they com- 
plete an electrical circuit, energizing the opening — 
magnet valve of the door engine, causing the door to 
open completely. The pressure of only a few ounces 
on the rubber cushion will cause the springs to touch 
each other. It follows then that if a closing door should 
hit a passenger, even on the face, he will hardly notice 
the pressure or blow sufficient to bring these springs 
in contact with one another. As soon as they are 
brought in contact the door opens by the process already 
described. : 

In case of some extraordinary contingency, where an 


accident might happen and the trainman be disabled, or 


if some accident happens in a car remote from the 
trainman and it becomes necessary for the passengers 
to leave the car, an emergency door-opening device is 
provided. This is inclosed in a glass-covered box near 
the center door inside the car with a hammer adjoin- 
ing, with directions to passengers in case of emergency 
to smash the glass and pull down a hook. By so doing, 
an independent electrical circuit is connected with the 


opening magnet of the door engine, and by the opera- 


tion already explained, the center door will open. The 
center door can also, be opened in the same way from 
the outside of the car. 


STATIONS INDICATED IN VARIOUS WAYS 


With the old system of operation one trainman was 
required between every two cars to open and close the 
door. He also, as a matter of convenience, announced 
the stations. With the multiple-unit door control, the 


-duty of opening and closing the doors on a ten-car train 


can be carried out by two men. To inform the passen- 
gers as to stations, the company has posted large maps 
of the system in all stations, as well as inside of every 
car. It also distributes small maps of the system free 
at every change booth. The company has also adopted . 


Each Car Is Equipped with an Hmergency Door-Opening Handle, 
Inclosed in a Glass Case. The Left-Hand View Shows This 
Handle with Glass Removed. The Right-Hand View Is 
with the Glass in Place 


name of each station at various places about the sta- 
tion platform. Framed signs on each station show 
the route or destination of each arriving train, and the 
same data are given by markers at the head of the 
train, and signs in the car window. The company 
believed that the convenience of the public as to infor- 
mation of the location of stations has thus been well 
provided for. 


Cleansing Waste and 
Separating Oil 


Savings Made Through Reclamation Enable the 
Kansas City Railways to Obtain Better Lubri- 
cation by More Liberal Use of Lubricants 
Without Increasing Cost 


By R. W. BAILEY 


Superintendent Power and Hiquipment Kansas City Railways 
Kansas City, Mo. 

N THE latter part of 1922 and during 1923 the 

Kansas City Railways was experiencing from 70 to 
80 cases of hot journal, axle and armature bearings 
per month with an average of approximately 720 cars 
operated. This condition obviously was unsatisfactory. 
To improve the situation, a careful study was made of 
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Oil Extracted from Old Waste in the Cleansing Machine Is Collected in a Tank. 


It Is Then Forced to an Overhead Tank by 


Compressed Air and Flows to the Centrifuge Separator by Gravity | 
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Used Waste Is Reclaimed in the American Laundry Company Cleansing Machine 
In the Rear, the Attendant Is Operating the 
Sharples Centrifuge Separator in Which Car and Compressor 


Shown in the Foreground, 


Oil Is Reclaimed 
lubricating methods and bearing design. As a result 
several types of motors in use’ were completely over- 
hauled, lubricating practices were standardized, and in 
several instances automatic oilers were installed on 
armature bearings. 

No expense was spared to obtain proper lubrica- 
tion. Working on the basis that present operating 
practice too frequently calls for a restricted use of 
lubricants, the policy of a generous although not waste- 
ful use of oils was adopted. Results were immediate. 
Hot bearings decreased rapidly. At the same time, of 
course, lubrication costs increased slightly. During 
the last six months of 1924 there were an average of 
only eleven cases of hot bearings per month, or approxi- 
mately one every 181,000 car-miles. 

As an economic measure to offset the increased use of 
lubricants, a plant for reclaiming oil and waste was 


After Cleaning, the Waste Is Sorted on a Table Covered with a 
Wire Mesh Top. It Is Then Allowed to Dry Under 
the Action of the Steam Coils Beneath 


equipment: 


One heating tank for waste before it is 
placed in waste cleansing machine, di- 
mensions 8 ft. x 5 ft. x 18 in. deep. 


20 in. deep. 
Two drain tables covered with netting 
~ 4 ft. x 6 ft. with 6 in. deep drain pan 
beneath. 

One sorting table 3 ft. x 12 ft. 

Two 100-gal: heating tanks for heating 
oil for separator. 

One American Laundry Company’s 
cleansing machine, capacity 40 lb. of 
saturated waste. 

One Sharples super-centrifuge No. 6 
separator. 


All waste apse from cars is 
packed in two separate containers, one 
for journal and axle bearing waste and 
the other for armature waste. This 
waste from the carhouses and from 


sent directly to the reclaiming plant, 
where it is dumped into the heating 
tank and heated thoroughly by steam 
coils. It is then transferred in 40-lb. 
batches to the cleansing machine, where 
it is carefully packed into the cleanser 
bowl in such a manner as not to unbalance the machine. 
During this process the waste is kept hot by steam from 
a hose inserted in the cover of the machine. After ten 
minutes of operation, during which the oil flows out of 
the waste and into a tank below the cleanser, the steam 
is turned off and the cleanser operated for five more 
minutes to dry the waste. 

From the cleansing machine, the waste is taken to 
the sorting table. Here it is pulled apart by hand and 
any grit, babbitt or other foreign matter shaken out. 
It is then spread out in a thin layer and the steam 
turned on in the coils beneath the table until the waste 
is completely dry. This waste is then ready to be used 
again. It is saturated with oil and placed on the drain 
tables to allow surplus oil to drain off. During this 
process armature waste is worked separately from the 
material used for the journal and axle bearings. 

Oil removed from the waste while in the cleanser 
flows into a tank below the machine. From here it is 
forced by air into the overhead oil tanks shown in the 
accompanying illustrations, and is then fed by gravity 
into the separator. These tanks are also equipped with 
steam coils. During the reclaiming process the oil is 
kept at approximately 212 deg. F. When necessary, 
hot water is added to the oil passing into the separator. 
This is sometimes required as an gid in keeping the 
heavy sludge moving out of the separator bowl. 

The reclaimed oil passing from the separator drains 
into oil drums and is stored for future use. As a 
check on its quality samples of the reclaimed material 
are periodically analyzed. It has been found that both 
the reclaimed oil and waste are practically equal in 
quality to new material and no restrictions are made as 
to where these materials are to be used. 

Compressor oil is reclaimed by the same process, 
although a much higher proportion of original oil is 
recovered. Under normal conditions, 75 to 80 per cent 
of the waste removed from cars is reclaimed. From 
35 to 50 per cent of the car oil and from 60 to 75 
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| 
yer cent of the compressor oil are likewise recovered. 
‘The layout of this plant is such that one man handles 
the entire operation. 

_| Journal, axle and armature bearings are repacked 
bwice each year and compressor oil is changed once each 
year. In handling the lubrication requirements for 
746 passenger and 75 utility cars, this reclaiming plant 
‘reasonably may be expected to show a substantial sav- 
ing in lubrication cost. It is considered safer practice 
to be sure that plenty of lubricating material is used in 
routine maintenance than to take the chance of service 
failures that may result when the oiling period is 
‘stretched to the limit as a measure of economy. 
Although careful supervision in the use of oil is neces- 
sary to prevent undue waste of materials, reclamation 
of these materials after use is an economy measure 
that permits of more frequent and generous lubrica- 
tion without increased cost. 


Advertising that Travels 


Grand Rapids, Grand Haven & Muskegon Railway Uses 
Box Cars as a Background for an Advertising 
Campaign that Has Attracted New Business 
and Met Competition 


SE OF advertising that travels and while moving 

brings results, a good return on the investment, 
increasing business and new friends for the advertiser 
is being adopted with telling effect by the Grand Rapids, 
Grand Haven & Muskegon Railway. A few weeks ago 
S. L. Vaughan, vice-president and general manager of 
the company, concluded that the sides of his freight 
cars could be used to attract new business, meet the 
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the electric railway are showing renewed interest in 
shipping over the rail line. 

The “ship your freight and travel by electric railway ; 
save the highways for private use’ messages, coupled 
with the assurance of “responsibility, regularity and 
safety,” also is proving a convincing argument, while 
not specifically antagonizing competing shipping inter- 
ests. Other signs tell the story of freight shipment 
outlets across Lake Michigan and “‘to all points west 
and southwest.” 

Signs informing the public of Sunday excursions and 
special rates have proved a very good stroke of business 
and have brought many excursionists back to the inter- 
urban cars. So successful has been this advertising 
campaign that Vice-President Vaughan has decided to 
continue the plan throughout the year. 
ago the G. R., G. H. & M. was taken over by a new 
holding company, of which William K. Morley is presi- 
dent. Since he has assumed charge of the destinies of 
the company Mr. Vaughan has adopted several new and 
original schemes for increasing the revenue and one of 
these is the car advertising stunt. While this is new to 
western Michigan, it has proved so favorable and bene- 
ficial that it is planned to prepare new messages at 
regular intervals. This effective advertising, backed up 
with service that is intended to make regular customers 
of those who try out the railway facilities, is expected 
effectively to keep red ink off the ledgers. 

“The freight car advertising stunt has helped our 
business,” said Mr. Vaughan. “We have received many 
favorable comments from shippers and merchants. Be- 
cause of the favorable reception we expect to continue 
this feature all year round. The car signs are working, 
while stationary signs would be idle. They constantly 


Freight Cars Used to Advertise the Freight and Passenger Service of the Grand Rapids, Grand Haven & Muskegon 


Railways. 


competition of the bus and truck lines and tell western 
Michigan shippers about the fast service and low rates 
ze company was offering. 

_ That the public is willing to pay a premium for fast 
service seemed well demonstrated. The purpose of the 
advertising was therefore primarily to emphasize the 
speed of electric railway shipping facilities. The signs 
m the sides of the cars tell this story in striking 
fashion. They immediately attracted the attention of 
he public, including shippers and residents in the dif- 
erent cities along the route. The freight car billboards 
all attention to passenger service, special holiday rates, 
tc., as well as the freight service itself. 

Six of these cars bearing signs large enough to be 
ead easily while the train is in motion traverse the 
ines daily, making one or two round trips.. The “over- 
light freight and passenger service to Chicago and 
Milwaukee” signs calling specific attention to the bene- 
it to the shipper brought immediate results. Grand 
tapids shippers who had overlooked rapid transit by 


Each Car Carries a Different. Message 


keep the company’s message before the people. This 
results in business—old business continued and new 
business attracted. The signs don’t let the public, 
especially the shipping and passenger riding public, 
forget us. I am more than satisfied with the results.” 


Signal System Installed at Vancouver 


HEN the University of British Columbia opens this 

fall in its new home in West Point Grey, a new 
traffic situation will be created for the British Columbia 
Electric Railway, Vancouver, B. C. Buses will carry 
students and others from Tenth Avenue and Sasamat 
to the university. Extra cars, of course, will be needed 
on the Sasamat line. 

To accommodate these cars, a special siding 500 ft. 
long, sufficient for fifteen cars, is being installed at 
Tenth Avenue and Sasamat. As a further aid to traffic, 
an automatic signal system is to be installed on the 
single track on Tenth Avenue at a cost of $25,000. 


A. short time - 
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Central Master Mechanics Making Progress 


Work of Facilitating the Interchange of Freight Equipment Is Well 
Under Way—Noise Reduction and Uniform Records Discussed 


IFTY mechanical men from the 
railway properties of Ohio, Indiana, 
Michigan and Illinois gathered at 
Anderson, Ind., on Sept. 10 for a regu- 
lar meeting of the Central Electric 
Railway Master Mechanics Association. 
Several important subjects were dis- 
cussed from many angles during the 
busy one-day session. These included 
noise reduction on electric railway cars 
and a study of the American Railway 
Association practice of keeping uniform 
records covering the inspection, repair 
and billing in connection with inter- 
change equipment. In addition to these 
subjects of general interest, a compre- 
hensive report of the committee on uni- 
form charges was presented by its 
chairman, Hugh Savage, superintendent 
of shops Detroit United Railway. 
Definite progress in working out the 
constructive program of activity initi- 
ated earlier in the year was made. Re- 
ports made by standing and special 
committees included the subjects of 
national safety appliance requirements, 
standardization, constitution and mem- 
bership. After completion of the busi- 
ness session in the afternoon, the 
customary procedure of inspecting the 
local railway shop was followed. Many 
interesting features of the Anderson 
shop and the maintenance practices of 
the Union Traction Company were 
pointed out by Chairman T. H. Nicholl, 
superintendent of motive power. At 
noon, those in attendance were guests 
of the Union Traction Company at a 
luncheon at the Grand Hotel. 


NOISE REDUCTION DISCUSSED 


Through the efforts of P. V. C. See, 
superintendent of equipment Northern 
Ohio Traction & Light Company and 
chairman of the program committee, H. 
S. Williams, assistant superintendent 
of equipment Department of Street 
Railways, city of Detroit, was invited 
to speak on the subject of noise reduc- 
tion in electric railway equipment. This 
is one of the subjects which the equip- 
ment committee of the American Elec- 
tric Railway Engineering Association 
has been studying during the year, and 
to which Mr. Williams as chairman of 
the sub-committee on noise reduction 
has been giving considerable attention 
and study. 

An abstract of Mr. Williams’ paper is 
published in this issue. His thoughts 
on the. subject inspired a lively general 
discussion. This touched mainly on the 
matter of maintaining closer fits and a 
higher standard of workmanship for the 
purpose of reducing excessive vibra- 
tion of parts and consequent rapid 
wear, as well as undesirable noise. The 
effect of axle-bearing wear on ‘gear 


noise was one of the specific items men- 
tioned. In answer to a question, Mr. 
Williams said that studies are being 
conducted in Detroit to determine the 
exact relation between the rate of wear 
on a bearing and the clearance between 
the shell and the axle. 

Attention was called to the practice 
of die-casting axle bearings in Kansas 
City to eliminate machining cost, thus 
making it possible to replace bearings 
on smaller wear tolerances than can be 
done when the present heavy cost of 
machining must be borne each time a 
bronze bearing is taken out. An article 
describing this die casting practice 
was published in ELEcTRIC RAILWAY 
JOURNAL of Aug. 15, 1925, page 229. 
It was pointed out during the discussion 
that trouble has been experienced in 
using die-cast material for various parts 
of car equipment due to corrosion of 
the material, and that final determina- 
tion of the practicability of the Kansas 
City experiment will depend on whether 
or not such trouble is experienced. 


A. R. A. INTERCHANGE RULES 
DISCUSSED 


In order to acquaint the members of 
the C.E.R.M.A. with the procedure fol- 
lowed by the steam railroads for com- 
piling uniform inspection, repair and 
billing records for the interchange of 
steam road equipment under the A.R.A. 
rules, J. D. Barnhart, superintendent of 
shops Illinois. Traction System, ar- 


COMING MEETINGS 


Electric Railway and 


Allied Associations 


Sept. 28-Oct. 2— National Safety 
Council, Cleveland, Ohio. 

Oct. 5-9—American Electric Rail- 
way Association, annual convention 
and exhibits, Young’s Million Dollar 
Pier, Atlantic City, N. J. 

Oct. 7—Canadian electric railway 
get-together meeting, 
At- 


delegates, 
Marlborough-Blenheim Hotel, 
lantic City, 10:30 a.m. 

Oct. 13-16 — National Association 
of Railroad and Utilities Commis- 
sioners, Washington, D. C. 


Oct. 21-23— American Welding 
Society, Boston, Mass. 

Oct. 23-24—Kansas Public Service 
Association, Hotel Kansan, Topeka, 
Kan. 

Jan. 28-29—Central Electric Rail- 
way Association, French Lick, Ind. - 


ranged to have H. E. Behrend, A.R.A 
record clerk of his property, outline 
the practice followed under the A.R.A 
rules. As this property operates stand. 
ard steam road freight equipment an¢ 
interchanges with many steam rail. 
roads, the A.R.A. procedure is followec¢ 
in full. Mr. Behrend supplemented his 
explanation with a full set of the form: 
used. These were supplied to those ir 
attendance for analysis and study. 

It was the general opinion that the 
A.R.A practice is much too elaborate 
for the requirements of the C.E.R.A 
roads, but that it offers suggestions fo1 
setting up a uniform procedure among 
these properties that would expedite in. 
terchange business and eliminate many 
delays and much correspondence. I 
was finally decided to extend the scope 
of the committee on uniform charges t 
include a study of this matter of 
records with a view to preparing form: 
and suggesting a suitable record sys. 
tem for C.E.R.A. requirements. 


COMMITTEE ON UNIFORM CHARGES 
REPORTS 


The report of Mr. Savage’s committec 
on uniform charges for the repair 0: 
interchange equipment on foreign road: 
covered in detail a comprehensive list 
of items which are encountered in the 
routine repair of interchange cars 
After presenting the report he pointec 
out the difficulty of making an initia 
study of this kind complete enough t 
cover the wide variety of items anc 
conditions encountered in practice. He 
also indicated that the many varietie: 
of trucks and equipment used by vari 
ous roads further increases the difficult} 
of compiling such a schedule of uni 
form charges. He mentioned the phys 
ical delay to shipments that are some 
times caused by the use of trucks witl 
special bearing sizes. In this connection 
he suggested that such cars be equippec 
with a special container in which ar 
extra bearing could be placed by thi 
owner road, so that in the event of < 
replacement being required on a foreig 
road, unnecessary delay would not b 
caused. At the present time, he said 
a car of this kind is sometimes de 
layed until a special bearing is shippet 
from the owning road to complete thi 
repair. 

Commenting further on the report 
Mr. Savage suggested that it bi 
adopted and put in practice. This h 
felt would soon indicate the necess°r 
changes required and these could b 
adopted when the need for them be 
came evident. The basis for the labo: 
charges in the report was taken at 7 
cents per hour. Material charges ar 
to be added to this at cost, and the fina 
bills rendered for the sum of labor an 
material plus 15 per cent. 

_ It was decided that this report shoul 
have detailed study by each member o 
the association, and Secretary Early 
wine was instructed to send out copie 
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0 each property so that it could be 
laken up for action at the next meeting. 
Reports of the other special and 
standing committees occupied the re- 
mainder of the session. An intensive 
irive to increase the membership so 
as to include the principal mechanical 
men of all C.E.R.A. roads is to be 
ndertaken. The association felt that 
t should continue to offer the privileges 
of non-voting associate membership to 
mechanical men connected with proper- 
i not members of the C.E.R.A. in 
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order to encourage attendance by such 
men for the interchange of experience 
and the improvement of maintenance 
practice in general. It was felt that 
the master mechanics of many city 
properties that are not members of 
the C.E.R.A. should be encouraged to 
become individual associate members of 
the master mechanics’ association. A 
special committee was appointed to pre- 
sent these views to the executive com- 
mittee of the C.E.R.A. at its next 
meeting. 


Re iietion of Noise j in Electric 


Railway Cars* 


Better Workmanship and Closer Fitted Parts Will Reduce 
Both Crystallization and Noise 


By H. S. WILLIAMS 


Assistant Superintendent of Equipment Department of Street Railways, Detroit 


OISE in connection with the opera- 

tion of electric railways is not 
new nor is it worse today than it was in 
the past, except where heavier equip- 
ment and rigid track are in use, and in 
that case, it is a matter of intensity. A 
few years ago the rattles and vibra- 
tions of cars caused comparatively 
little comment, but today people are 
thinking in terms of automotive equip- 
ment with pneumatic tires. Today’s 
man-about-town is discussing the auto- 
mobile from the viewpoint of its quiet 
operation. Consequently the popular 
ear is becoming more sensitive to sound 
in vehicles, and noise has now assumed 
the proportion of a problem. This 
may cause annoyance to railway op- 
erating officials for a time, yet in the 
end, if they give it the necessary at- 
tention, it will prove of real benefit not 
only by pleasing the public, but from 
a purely economic viewpoint. The most 
important angle to the situation, how- 
ever, is the imperative need to do 
everything possible to increase the 
popularity of trolley transportation. 

But to get back to the physical side 
of the problem, there is the question of 
what causes noise and how the neces- 
sary remedies may be applied. Noise 
is any disagreeable sound, and so is a 
relative term. A disagreeable sound 
to. one individual might not. disturb 
another: « ' These sounds are produced 
by vibration ‘resulting from various ob- 
jects striking together. In addition to 

rod ucing noise, this condition causes 
harm in the way of frictional wear and 
crystallization. In general, the greater 
the volume of sound the greater is the 
damage from these causes. Conse- 
quently it is very evident that noise is 
indicative of destructive action. If it 
were practically possible to build cars 
that would be mechanically perfect and 
could run on absolutely smooth track, 
there would be-no noise. The nearer 
‘We can come to this mark the better 
will be the results. 

We, as equipment men, have been 
too prone to adhere to old methods 
which tolerate rough machine work 
‘and loosely fitted parts, all of which 
contribute to noise. Take, for example, 


- 


or Abstract of paper presented at meeting. 


Central Electric Railway Master Me- 
chanics Association held at Anderson, Ind., 
ha 10, 1925. 


a new car. How elosely does the 
journal box fit in its guides? How 
much play is there in brake-pin bear- 
ings? D.d you ever see a closely fitted 
brake-rigging clevis? Unmachined 
castings are bolted to bars only to be- 
come loose in the course of time. 
Brake-rigging pins and bushings are 
too rough and that means rapid wear 
and noise. -Why should they not be 
carefully machined and adequately 
lubricated if we want long life and 
quiet operation? We all have allowed 
these conditions to exist, and until we 
change our practices we will encourage 
noise from the outset. 

Then when it comes to maintenance, 
we allow far too much wear before 
repairs are made. This is particularly 
true with reference to motor bearings 
in which wear allows separation of 
gear and pinion. The resultant noise 
of improperly meshed gearing is one 
of the greatest sources of annoyance. 
With proper maintenance the gearing 
can be kept reasonably close to correct 
centers, and this beyond doubt in- 
creases gear life. After this has been 
accomplished, the next step to keep 
gears quiet is to run them in a bath 
of semi-fluid grease which will act not 
only as a lubricant but as a muffler. 
This, however, will necessitate the 
development of an oil-tight gear case, 
a thing which is not impossible. 

It is desirable, too, at this time to 
point out that wear, which has been 
shown to be closely related to noise, is 
a progressive thing; that is, it is not 
equal at all points in the life of a ma- 
terial. For example, if a bearing 
should wear 0.001 in. for the first 1,000 
miles of service, the next 1,000 miles 
would show approximately an addi- 
tional 0.002 in. wear, or a total of 
0.003 in. It is estimated that the wear 
varies approximately as the square of 
the clearance. Consequently after wear 
shows up to an appreciable amount, 
the subsequent wear accelerates rapidly. 
From this it will be seen that there is 
no economy in deferring maintenance. 

Again, inasmuch as the noise gen- 
erated is proportional to clearance be- 
tween the moving parts, anything that 
can be done to reduce wear will be 
decidedly beneficial. It is well known 
that dirt and grit are the greatest 
causes of wear, so means should be 
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provided to guard wearing parts from 
dirt, especially parts which are lubri- 
cated. Maintenance men as a rule are 
aware of these last conditions. 

Better maintenance of wearing parts 
is not all that is necessary to reduce 
noise. There is another problem of 
cushioning parts, especially in steel 
structures to prevent transmission of 
sound. That of itself is a large prob- 
lem, especially in the design of new 
equipment. Much experimental work 
is being done at the present time to 
accomplish this result and the coming: 
year should show definite progress 
along this line. Here again the results: 
to be obtained will not only relieve the 
noise trouble, but will produce very 
definite savings in the elimination of 
crystallization of steel members. Over- 
load rarely breaks a car axle, but the 
repeated blows produce a_ bending 
which is localized and _ ultimately 
causes failure. 

Wheel and track noise is not to be 
overlooked. Modern methods of rigid 
track construction have added ma- 
terially to the noise produced in city 
streets. If noisy operation is to be 
reduced to the minimum it is certain 
that some means must be adopted to 
cushion the rail. 

It is not within the scope of this 
paper to go into all of the known. de- 
tails of noisy car conditions, so only a 
few of the outstanding elements have 
been discussed. With these principal 
features pointed out, there still remains 
another element that is perhaps the 
hardest of all to handle, and that is 
the financial end, or perhaps it might 
better be designated the managerial 
end. Engineers and equipment men are 
notably poor salesmen, and it is best 
to admit this at once, for by so doing 
we face the problem squarely and set 
about to analyze and correct the diffi- 
culty. Managers, not being in actual 
touch with all details, must of necessity 
act in a judical capacity, and equipment 
executives on the other hand must 
establish a sound, logical case. Not 
only that, but they must become real 
salesmen in the highest sense of the 
word. The situation must be given 
careful analysis, and must be presented 
in such a convincing manner that the 
managements will not only give ap- 
proval but will be positively sold on the 
importance of eliminating noise. The 
expenditures involved make it impor- 
tant that mechanical men undertake 
the development work necessary to 
show how the desired results can be 
accomplished. 


Canadians Will Meet at. 
Atlantic City 


ANADIAN delegates who are at- 

tending the American Electric 
Railway Association convention at 
Atlantic City will hold a get- together 
meeting that week. According to 
Eustace Smith, Jr., secretary of the 
Canadian Electric Railway Association, 
Executive Secretary J. W. Welsh of the 
American Association has provided a 
room for this meeting, which will b>. 
held on Wednesday, Oct. 7, at. 10:30 
a.m. in the Marlborough- Blenheim 
Hotel. Similar meetings held in past 
years have been well attended, and this 
one should be larger than ever. 
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All Meetings on Pier 


XECUTIVE SECRETARY J. W. 
WELSH ealls the attention of all 
delegates to the Atlantic City conven- 
tion to the arrangements made for 
meetings of the American Association 
and the affiliated associations. Meet- 
ing rooms have been provided at the 
end of the. Pier, where all meetings will 
be held. Reference to the program will 
give the locations of all sessions. 
“Frolic Night” on Wednesday, the 
grand ball on Thursday and the infor- 
mal dances will also be held in the ball- 
room on the Pier. 


Committee Meetings at 
Atlantic City 


ANY committee meetings will be 

held at Atlantic City in connec- 
tion with the convention. In past years 
there has been considerable confusion 
with regard to meeting places, and 
members have sometimes missed the 
meetings because they found it impos- 
sible to locate the rooms in which they 
were being held. This year announce- 
ments giving the exact time and place 
of each committee meeting will be 
posted on a special bulletin board in 
the lobby of the Marlborough-Blen- 
heim Hotel, adjacent to the desk. 


Decorations for the Convention 


HEN the delegates to the big con- 

vention reach Atlantic City for 
the week of Oct. 5 to 9 they will find 
Young’s Million Dollar Pier trans- 
formed, according to Director of Ex- 
hibits F. C. J.'Dell. The main, decora- 
tive scheme throughout the pier typifies 
the electric railway. At the rear of 
the ballroom, above the aquarium, 
there will be an elaborate painting 
featuring an electric railway car cross- 
ing a bridge. The fish beneath will add 
a touch of realism. Around the bal- 
cony there will be alternated the seal 
of the American Electric Railway As- 
sociation and its emblem. 

New decorative lighting which will 
be installed in all parts of the pier will 
give an effect far richer than anything 
before attempted. In the Annex, in 
connection with the lighting, there will 
be a new. ceiling, decorated in green 
and white. 

The meeting rooms have been relo- 
cated and redecorated. All of them, 
however, will be near the end of the 
pier as in former years. 

Just a word about Shelburne Court, 
where many of the bus exhibits will 
be held. While this will be under a 
canvas roof, it will be completely 
decoratted,: the scheme being worked out 
in gold and white bunting. The floor 
will be oval in shape, with maximum 
dimensions of 90 ft. x 174 ft. It will 
be subdivided into booths of sufficient 
size to display both single-deck and 
double-deck bus exhibits. In fact, all 
of the double-deck buses on display will 


be located here, since there will be suffi- 
cient headroom to make inspection of 
the upper deck possible. In addition 
to the buses, there will also be several 
trucks shown. 


Designating the way across the 
boardwalk to Shelburne Court and to 
the car exhibits, there will be a 


decorative arch at the foot of Arkansas 
Avenue. It will be mounted on round 
columns, and will display the associa- 
tion emblem. 


Miss Cecil Arden to Sing 
at Convention 


ELIEF from the heavy work of the 

coming conyention and inspiration 
for greater tasks is promised through 
the songs of Miss Cecil Arden. 
entertainment sub-committee on music 
under the direction of L. H. Palmer has 
selected Miss Arden to entertain the 
assembled convention Tuesday evening 
on Young’s Million Dollar Pier, and 


Miss Cecil Arden 


George Barnes has arranged for Miss 
Arden to sing before the ladies on Wed- 
nesday afternoon. 

Miss. Arden has just been re- 
engaged for her fifth season with the 
Metropolitan Opera Company. At the 
time of her first engagement, four sea- 
sons ago, she was the youngest member 
of the company and her progress through 
the ranks of this great operatic or- 
ganization to her present position as 
one of the stars shows what can be 
accomplished by a true American 
singer. Miss Arden is a native of 
New York, while her people were among 
the first settlers of the State of South 
Carolina. 

Miss Arden has accomplished her 
vocal and artistic training in America, 
entirely under Bussi-Peccia, the emi- 
nent vocal master. She speaks fluently 
five languages and is thus able to give 
great expression to the text of her 
music though it be in any of these 
languages. i 

The association is promised a genu- 
ine intellectual treat that can be 


The 
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carried away as one of the pleasant 
memories of what promises to be the 
greatest convention in history. 


Entertainment 


INAL arrangements for entertain 

ment features at the Atlantic City 
convention were made at a meeting of 
the entertainment committee held at 
association headquarters, New York, on 
Sept. 11. Members present were S. J 
Cotsworth, chairman; G. A. Barnes, © 
H. Beck, E. J. Blair, Morris Buck, E 
C. Faber, George B. Godfrey repre: 
senting W. C. Parker, A. A. Hale repre- 
senting Charles E. Hale, and C. E 
Morgan. M. A. Oberlander of the 
Western Electric Company, Executive 
Secretary J. W. Welsh, G..C. Hecker 
and F. C. J. Dell of the association 
headquarters were also present. 

Music for the convention will be 
furnished by the Nassau Country Club 
orchestra, which will play under the 
personal direction of James A. N. 
Caruso. The music committee, con- 
sisting of L. H. Palmer, C. H. Beck and 
W. J. Stanton, searched everywhere 
and from the many orchestras avail- 
able selected this one. If names count 
for. anything, Mr. Caruso should thrill 
the entire assembly with his music. 

Miss Cecil Arden of the Metropoli- 
tan Opera Company will render vocal 
selections at the meeting held Tues- 
day evening under the auspices of the 
Advisory Council, and also at the ladies’ 
entertainment Wednesday afternoon. 

Mr. Oberlander' explained that 
through the courtesy of the Western 
Electric Company the public address 
system for amplification will be in- 
stalled in the hippodrome to insure that 
the speakers on Tuesday evening will 
be heard in all parts of the hall. The 
entertainment committee passed a 
resolution thanking Mr. Oberlander and 
the Western Electric Company for 
their co-operation in providing this 
service. 

A complete surprise is in store for 
members at the entertainment to be 
given Wednesday evening. Mr. Beck 
has officially designated this as Frolic 
Night. It will be held in the ballroom 
on the pier and will be entirely in- 
formal. Other than that, Mr. Beck 
would not give out any information. 
He has a lot of big things in store, but 
wants the entire affair to be a com- 
plete surprise. , 

The grand ball to be held on the pier 
on Thursday night will be in charge of 
a committee consisting of E. C. Faber, 
chairman; H. L. Brown, C. E. Hale, 
G. R. Lyman, L. H. Palmer and Harry 
Reid. This committee will have charge 
and will see to it that everybody who 
attends will have a good time. 

Plans for entertainment of the ladies 
will be in charge of a committee of 
which George Barnes is chairman. 
Other members of the committee are 
E. J. Blair, J. R. Ellicott, C. E. Hale, 
John A, Miller, Jr., G. T. Seeley and 
C. N. Uhl. Mr. Barnes has also ap- 
pointed a committee of ladies who will 
form the hostess committee, as follows: 
Mrs. J. G. Barry, Schenectady, N. Y.; 
Mrs. Harry Brown, Mansfield, Ohio; 
Mrs. S. J. Cotsworth, Philadelphia, 
Pa.; Mrs. John A. Dewhurst, Ardmore, 
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N. Y.; Mrs. L. H. Palmer, Baltimore, 
Md.; Mrs. J. N. Shannahan, Hampton, 
Va.; Mrs. F. W. Woodcock, Narberth, 
Pa., and Mrs. J. W. Welsh, New York, 


Di. Y. 


The next meeting of the entertain- 
ment committee will be held on Sun- 
day, Oct. 5, at the Marlborough-Blen- 
heim Hotel, Atlantic City, beginning at 
5 p. m. 


Special Convention Trains 


LANS for transportation to the 

convention at Atlantic City are 
rapidly shaping up. A number ot) spe- 
cial trains will be run from mid-western 
points, although due to their nearness 
and the excellent schedules only the 
regular service from New York and 
New England will be given by the rail- 


roads. 


A special train in two sections will 
leave Chicago on the Pennsylvania Rail- 
road at 1 p.m., Central time, on Satur- 


' day, Oct. 3. It will stop at Fort Wayne 


at 4:03 p.m., Lima 5:12 p.m., Crestline 
7:43 p.m., Mansfield 8 p.m. and Alliance 
(10:08. pm. H. J. Kenfield, 431 South 
Dearborn Street, Chicago, will make 
reservations on this train. 

Connecting trains carrying special 
sleeping cars will leave Detroit via the 


Pennsylvania at 1:20 p.m. Saturday, 
' Oct. 3, Toledo 3:10 p.m., Cleveland 


6:05 p.m., Akron 7 p.m. and eYoungs- 
town 9.01 p.m. 

From St. Louis the special will leave 
via the Pennsylvania at 12:02 noon on 
Saturday, Oct. 3. It will pass Terre 
Haute at 4:02 p.m., Indianapolis 5:42 
p.m. and Dayton 8:26 p.m. the same 
day, arriving in Atlantic City Sunday 
morning. Reservations should be made 
with Barney W. Frauenthal, United 
Railways of St. Louis. 

The St. Louis and Chicago ecials 
will be consolidated at Pittsburgh and 
will arrive in Atlantic City on Sunday 


-at 10 a.m. 


A special train will leave Cleveland 
on Saturday, Oct. 3, at 7:50 p.m., stop- 
ping at Hudson, Ohio, at 8:30 p.m., 
Alliance 9:10 p.m. and Pittsburgh 11:10 
p-m., arriving at. Atlantic City at 10:30 
Sunday morning. This train will run 
independently of the Chicago Special. 
Reservations should be made with Col. 
J. H. Alexander, Cleveland Railway, 
Hanna Building. 


44 Wear Your Badge 


URING the Atlantic City conven- 
tion admission to the Pier will be 


_ by badge only. As usual, registration 


booths will be at the entrance, so that 
each delegate or guest can obtain his 
credentials before entering the Pier. 
Requests for admission of persons who 
have not obtained badges or who have 
mislaid them always cause confusion 


and delay. 


It is particularly desirable that the 
entertainment features be confined to 
members and their guests. In previous 
years there has been considerable dis- 
satisfaction because persons have been 
admitted to these functions whose in- 
terests were counter to those of the 
association. It is requested that all 
members co-operate by calling the at- 
tention of the entertainment committee 


to infractions of the spirit of this idea. 


Standards 


BUSY session of the standards com- 

mittee was held at association 
headquarters in New York on Sept. 15. 
Those present were C. R. Harte, chair- 
man; C. C. Beck, J. A. Brooks, C. G. 
Keen, John Lindall, M. B. Rosevear, 
N. B. Trist, C. A. Burleson represent- 
ing H. L. Andrews, and W. W. Brown 
representing W. G. Gove. 

Reports of the various standing and 
special committees of the Engineering 
Association were gone over carefully 
and items that contained recommenda- 
tions for standards or miscellaneous 
methods and practices for inclusion in 


the Manual were either approved or 
referred back to the various commit- 
tees. The committee reports which had 
recommendations and required action 
by the standards committee included 
building and structures, car and car- 
house wiring, equipment, power gen- 
eration and conversion, power trans- 
mission and distribution, way matters 
and wood preservation. In most cases 
the recommendations of the standing 
committees were approved, but in a few 
cases where there appeared to be dis- 
crepancies that required further ex- 
planation or consideration, the reports 
were referred back for further atten- 
tion. 


Revisions of Convention Program 


ee the publication of the program 
of the affiliated associations for the 
Atlantie City convention, in the issue 
of Aug. 29, several features have been 
added and some transposed. 


ACCOUNTANTS’ 
ASSOCIATION 


In the Accountants’ Association the 
reports of the committee to review pro- 
ceedings of the Accountants’ Associa- 
tion, A. B. McCoard, chairman, will be 
transferred from Monday afternoon, 
Oct. 5, to Thursday afternoon, Oct. 8. 
The committee on standard classifica- 
tion of bus accounting, M. W. Glover, 
chairman, will report Monday after- 
noon, Oct. 5, instead of Thursday after- 
noon. 


CLAIMS ASSOCIATION 


In the Claims Association program 
the papers “Recording of Claim Costs,” 
by W. G. Marshall, and “Suggested 
Methods to Follow in Keeping Posted 
as to the Movements of Plaintiffs and 
Witnesses Before and After Trial,” by 
Rk. E. Smith, will be transferred from 
Thursday afternoon, Oct. 8, to Monday 
afternoon, Oct. 5. The address by 
J. H. Handlon will be given Tuesday 
afternoon, Oct. 6, instead of Thursday. 
Due to additions and changes in the 
Tuesday afternoon joint session of the 
Claims and Transportation and Traffic 
Association, and the Thursday after- 
noon session of the Claims committee 
on medical and surgical work, the full 
program for these two sessions follows: 


Tuesday Afternoon, Oct. 6 
2 P.M. TO 5:30 P.M. 


Meeting Held in Greek Temple 
JOINT SESSION CLAIMS AND TRANSPOR- 
TATION AND TRAFFIC ASSOCIATIONS 

REPORT OF JOINT COMMITTEE ON AC- 
CIDENT PREVENTION — Wallace Muir, 
assistant counsel Kentucky Traction.& 
Terminal Company, Lexington, Ky.; 
Charles W. Chase, president Gary 
Street Railway, Gary, Ind., co-chair- 
man. 

Discussion. 

PaPeR—“Make Safety Popular,” by 
J. A. Van Osdol, general attorney 
Union Traction Company of Indiana, 
Anderson, Ind. 

Discussion. 


-ParerR—“New Mechanical Devices 


-for the Prevention of Accidents,” by 
‘M. H. Frank, manager of railways 


Wisconsin Power & Light Company, 
Fond du Lac, Wis. 

Discussion. 

PaperR—“A New Method of Taking 
Up Safety Work with Employees,” by 
Russell A. Sears, general claims at- 
torney Boston Elevated Eee Bos- 
ton, Mass. 

Discussion. 

PapeR—“Methods Adopted with a 
View of Increasing the Average Num- 
ber of Witnesses per Accident,” by 
J. H. Handlon, claim agent Market 
Street Railway, San Francisco, Cal. 

Discussion. 

Paper—“Sickness and ‘Accidents, or 

Health and Safety,” by Dr. W. M. 
Holtz, chief of medical bureau Pitts- 
burgh Railways, Pittsburgh, Pa. 

PAPER — “Discussion of Routine 
Methods of Medical Examination of 
Employees,” by Dr. Ben E. Sibley, 
surgeon Boston Elevated Railway, Bos- 
ton, Mass. 

GENERAL DISCUSSION on “The Wel- 
fare of Employees from a Medical and 
Surgical Standpoint,” by Dr. Daniel E. 
Strock, Public Service Corporation, 
Newark, N. J. 


Thursday Afternoon, Oct. 8 
2 P.M. TO 5:30 P.M. 
Meeting Held in Claims Room 


REPORT OF COMMITTEE ON MEDICAL 
AND SURGICAL WoRK—Dr. Frederick L. 
Mosser, Third Avenue Railway Sys- 
tem, New York, N. Y., chairman. 

Discussion. 

PaperR—“Diagram of Hospital Emer- 
gency: Organization,” by Dr. Hart E. 
Fisher, chief surgeon Chicago Rapid 
Transit Company, Chicago, IIl. 

PAPER—“The Surgeon and His Rela- 
tion to the Employee and the Com- 
pany,” by Dr. W. C. Gewin, surgeon 
Birmingham Electric Company, Bir- 
mingham, Ala. 

Pappr—‘Discussion of Methods of 
Decreasing the Period of Disability of 
Injured Employees,” by Dr. E. Dunbar 
Newell, surgeon Tennessee Electric 
Power Company, Chattanooga, Tenn. 

PAPER—“‘Co-operation, the Outstand- 
ing Need in the Management of Indus- 
trial Eye Accidents,” by Ben Witt Key, 
surgeon, New York Eye and Ear In- 
firmary, New York, N. Y. 

General discussion of medical and 
surgical papers. 

PAaPeR—“The Medical and Surgical 
Advantages to Workmen under Work- 
men’s Compensation Laws,” by Hon. 
Henry D. Sayer, ex-industrial commis- 
sioner Department of Labor, New York. 
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Compressor Motor Drives 
Emery Wheel 


OR occasional grinding and buff- 
ing jobs an old Christensen AA-1 
air compressor motor is used to ad- 
vantage in the reclamation shop of 


Emery and Bufling Wheel Are Operated by 
This Compressor Motor 


the Connecticut Company at New 
Haven.. The compressor is of a type 
now obsolete for use on the cars of 
this company. It has been mounted 
on a pedestal in the electric parts 
repair room of the shop. A straight 
shaft has replaced the crank shaft 
formerly used to operate the pump 
pistons. On one end is fastened an 
emery wheel and on the other a 
buffing wheel. An improvised hous- 
ing, as shown in the accompanying 
illustration, has replaced the old end 
housing. This apparatus has been 
found very satisfactory for doing 
occasional small jobs. 


Fastening Tools to Hand 
Lines 


HERE tools, such as screwdriv- 

ers, chisels, monkey wrenches, 
saws, braces, and the like, are needed 
by workmen on a pole line or tower 
truck, it is the usual practice to 
fasten them to a hand line for pull- 
ing them up. Linemen on the Illi- 
nois Traction System have found 
that rings soldered to these various 
tools are a great convenience for 


tying and an aid toward safe han- 
dling. Brass or copper rings about 2 
in. diameter are used. 
soldered to the hand tool in such 
positions that they do not interfere 
with convenient use. The location 
is such that the tool balances con- 
veniently when a hand line is 
attached. The monkey wrenches 
have the rings soldered to the handle 
ends, while chisels, screwdrivers, and 
the like have the rings close to the 
metal part at the handle. 


Jig Holds Journal Boxes 
on Lathe 


Y MEANS of a jig developed in 

the Albany Street shops of the 
Boston Elevated Railway, consider- 
able reduction has been made in the 
time required to plane down the sur- 
face on which the cover of a journal 
box rests. This company makes its 
own journal boxes, and the process 
of cutting down the cover surfaces 
was formerly rather slow, because of 
the care required to set up the box 
accurately in the planer. The jig is 
made of cast iron and accommodates 
four journal boxes simultaneously. 
It is so arranged that each box is 
held in position with the cover sur- 
face parallel to the bed ‘of the planer. 
Journal boxes are fastened in the jig 
by means of U-bolts, as shown in 
the accompanying illustration. Four 
boxes are set up in each of two jigs, 
which are placed on the planer at the 
same time, making it ‘possible to 
plane the surfaces of eight boxes 


These are. 


simultaneously. With this arrange- 
ment the output of the shop has been 
doubled. Jigs have been made for 
each type of journal box, with the 
number of the particular box as part 
of the casting. 


Thermo-Couple Determines 
Babbitt Temperature 

ABBITT metal is kept at a uni- 

form temperature of 800 deg. to , 


815 deg. F. in a gas-heated pot in the — 
shops of the Reading Transit Com- 


Gas-Heated Babbitt Pot Is Regulated Ac- 
cording to the Indicating Thermometer 
on the Wall 


pany, Reading, Pa. For armatures 
Moore-Jones No. 1 babbitt metal is 
used. The temperature control is 
manual and is regulated by the op- 
erator, who determines the actual 
temperature of the babbitt pot from 
time to time by inserting a thermo- 


In the Shops of the Boston Elevated Railway Journal Boxes Are Set Up 
for Planing in This Jig 


September 19, 1925 
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couple into the metal. This records 
the temperature on an _ indicator 
placed on the wall above the babbitt 


‘¥ pot. Admission of gas to the burner 


is regulated according to this indi- 
cation. 


Forming Die for Post Clamp 


By J. R. RocERs 
Foreman Blacksmith Shop, Kansas City 


Railways 

OST clamps for use on steel trol- 

ley poles are formed rapidly in 
a bulldozer with the aid of a special 
die in the shops of the Kansas City 
Railways. This is designed so that 
the entire job is completed in one 
motion of the machine. The die is 
mounted on a base plate which can 
be securely bolted to the bed of the 
bulldozer. The two operating arms 
bolted to the moving head of the 
machine act as driving links to op- 


erate the halves of the hinged form- - 


ing die shown in position on the bed 
cf the machine. 
When the head is moved back the 


bar stock of which the clamps are 


made is inserted back of the center 
core of the die. When the crosshead 
is moved forward the two hinged 
parts are forced around the core by 
the connecting links and the clamp 
is therefore formed completely in 
the shape shown in the illustration. 

’ Since the various parts of the die 
are all assembled on a base plate, set- 
ting it up in the bulldozer is very 
easy. Consequently little time is lost 
fer setting up the machine, even if 
only comparatively few clamps are 
to be made on a job order. 


Manganese Steel Used for 


Pedestal Jaw Plates 


INCE June 10, 1924, the Hudson 

& Manhattan Railroad, New 
York, N. Y., has been using rolled 
manganese steel wear plates for ped- 
estal jaws. More than 1,100 such 
liners have been installed on 138 
trucks. The service rendered has 
been entirely satisfactory and it is 
planned to equip all trucks of the 
older type local cars with these 
plates. To accomplish this will re- 
quire installation of plates on 242 
more trucks. Spring steel wear 
plates now used on the latest type 
cars have been giving good service 
so far and it is not planned at the 
present time to replace them with 
manganese plates. 

Many short radius curves on the 
H. & M. system and the inevitable 
rigidity of the track structure rest- 
ing on the cast-iron floor of the 
under-river tubes result in consider- 
able wear on all moving parts of the 
car trucks. The most severe wear. 
in the opinion of R. H. Potter, super- 
intendent of car equipment, comes on 
the pedestal jaws. No wear plates 
were included in the original design 
of the older type cars, and despite 
careful lubrication the jaws were 
considerably worn after several years 
hard service. Manganese steel plates 
were adopted to remedy this situa- 
tion, and every truck as it comes into 
the Henderson Street shops of the 
company for general overhauling is 
being completely equipped in this 
manner. 

The wear plate is of channel sec- 


Hinged Forming Die for Making Post Clamps of the Type Shown from Bar Stock 
in a Single Operation . 


tion, 48 in, wide, 14 in. deep and 12 
in. long. The material is 2s in. thick. 
Four holes are punched through the 
flat side to accommodate 3-in. bolts 
with 70-deg. countersunk heads. 
When the plates are installed the 
bolt heads are zs in. below the sur- 

ay Mlccer pan 
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face. 
fit the plates and drilled to accommo- 


Pedestal jaws are shaped to 


date the bolts. In reality the projec- 
tions resulting from punching the 
holes are sufficient to hold the plates 
in position, but the bolts are an 
additional safeguard. 

During the fifteen months that 
rolled manganese steel wear plates 
have been used the amount of metal 
worn away has been imperceptible. 


Knife Connectors Sup- 
ported by Cleats 


NUCKLE joint or knife con- 

nectors are superior to the so- 
called ‘‘two-way” connectors, in the 
opinion of the management of the 
Eastern Massachusetts Street Rail- 
way. Their use is now the standard 
method of connecting motor leads to 
the body wiring. To give satisfac- 
tory results, however, they must be 
properly supported and firmly sol- 
dered. It is the practice of this com- 
pany to support a connector by means 
of paraffined maple cleats suspended 
from the car body on iron brackets. 
These’cleats are placed on both sides 
of the connector and prevent any 
movement at the soldered joint. 
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[ New Equip 


Club-Car Bus for Interurban 
Service 


URNISHINGS of the type 

usually found in steam or elec- 
tric railway club cars are included 
in the design of a Model 70 intercity 
bus made by the Ruggles Motor 
Truck Company, Saginaw, Mich. 
The body accommodates 27 passen- 
gers, not counting the driver. It is 
aluminum paneled throughout and 
is built over a seasoned white ash 
frame which is carefully glued, mor- 
tised and braced to stand severe 
service. 
removable for replacement when 
necessary. Leather is used for up- 
holstery and trimming on the seats, 
while the interior finish of the bus 
is of imitation leather and fabri- 
koid materials. 

Baggage is transported on a rail 
luggage carrier mounted onthe roof. 
Access to this is by a steel ladder on 
the rear of the bus. Dual spare 
wheels and tires are carried on the 
back of the body on each side of the 
roof ladder. 

This model is equipped with a 
Wisconsin engine of 105 hp., six 
cylinders, 43 x 5-in. bore and stroke, 
with overhead valves. The trans- 
mission is the heavy duty Brown- 
Lipe four-speed type for buses, with 
special ground gears, and clutch in 
unit with transmission. Drive is 
through four balanced, oil-tight uni- 
versal joints and_ three - section 
straight line drive shaft to rear 
axle. The double reduction rear 
axle combines the load carrying and 
driving units in a single housing. 
The final reduction is 4.88 to 1, 


All moldings and panels are © 


which allows a maximum speed of 50 
miles an hour. 

Steering is accomplished through 
a new type split nut steering gear 
designed for small diameter, large 
section tires. Good riding qualities 
have been attained by balancing the 
load and by employing springs of 
chrome vanadium steel. The rear 
springs are underslung. Radius 
rods are used to add to the smooth- 
ness of operation of the rear end. 

The frame is of the rigid type, 
8 in. deep with a 3-in. flange. Cross 
members are I-beams, and are pro- 
vided with integral gussets. Suffi- 
cient kick-up is given the frame 


over the rear axle to allow for low 


suspension of the entire chassis. 
Braking is accomplished by four 
separate service brake bands on the 
rear axle, operated simultaneously 
by a pedal. The emergency brake 
is mounted on the propeller shaft. 
Budd steel disk wheels are used, 
with dual tires on the rear. All 
tires are 32 x 6, although 34 x 7 
tires are furnished when desired, 


New Line of Induction 
Motors 


FTER two years of experimental 

and development work the Allis- 
Chalmers Manufacturing Company, 
Milwaukee, Wis., has placed on the 
market a complete line of 25 and 60- 
cycle squirrel cage and slip ring 
induction motors equipped with Tim- 
ken tapered roller bearings. . This 
is in addition to the company’s line 
of sleeve bearing motors used widely 
by electric railways for shop drive. 
The Timken bearing has been used 


because of its ability to withstand 
continued heavy radial and thrust 
loads without undue heating or ap- 
preciable wear. It is particularly 
suited to heavy service and will 
operate satisfactorily: at the high 
speeds. Grease is used for lubrica- 
tion. The bearings have grease- 
tight inclosures effectively excluding 
dirt or abrasive matter that might 


‘cause undue wear. 


In addition to the bearings, spe- 


" Sectional View of Roller Bearing Induction 


Motor for Shop Use 


cial attention has been given to many 
other features of design. The frame 
is made of steel with feet cast in- 


tegral, to withstand shocks en- 
countered in use with crushers, 
grinders and other machinery. In 


applying the motors to centrifugal 
pumps, very often severe conditions 
of moisture are met, so that the coils 
are thoroughly insulated and baked 
in a waterproof varnish. The open- 
ings in the housings and frames for 
ventilation are so placed in vertical 
planes that falling objects cannot 
enter the motor. 

Use of roller bearings has per- 
mitted an over-all length for this line 
of motors considerably less than 
similar types with sleeve bearings. 


Bus Made by the Ruggles Motor Truck Company for Intercity Service 


September 19, 1925 
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_ The News of the Industry 
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Walker Vs. Waterman in New 
York—Hylan Out © 


Primary day in New York City ended 
on Sept. 15 with Mayor Hylan as the 
principal casualty. James J. Walker 
was an easy winner over the Mayor 
for the Democratic nomination and 
Frank D. Waterman triumphed easily 
over his Republican opponents, Lyons 
and Bennett. From the fastness of his 
Bushwickian home the Mayor said he 
would return to private life with “my 
self-respect unimpaired, my conscience 
clear and with the full satisfaction of 
having scrupulously lived up to my 
oath of office.” 

Meanwhile everybody of importance 
in politics appears to be in hiding, tun- 
ing up for the campaign which will 
start on Oct. 10. For the present, at 
least, as the New York Times. so aptly 
said, the “traction gang,” the “under- 
world,’ the dealers in “putrid” meat, 
seem all to have been flung into that 
“ash can” where Mayor Hylan so bit- 
terly complained that Governor Smith 
had promised to throw him. 

Editorial comment by the Times upon 
the Hylan defeat says: “For this im- 
mense relief much is owed the Demo- 
cratic leaders of Manhattan and the 
Bronx . . but the larger and ulti- 
mate thanks must go to Governor 
Smith, who was not carried away by 
the general illusion regarding the 
Mayor’s political power and was not 
terrified by Hearstian swords. Hylan 
was originally a yellow hero created by 
a yellow press.” The Herald-Tribune 
says: “Democratic voters, Tammany 
and anti-Tammany, owe a debt of grati- 
tude to Governor Smith . . . Tammany 
was slow to learn. The McAvoy transit 
report was the beginning of wisdom.” 
The World says: “If Governor Smith 
had not come to the rescue Mr. Water- 
man would have been as helpless as 
Mr. Curran was four years ago.” 
Hearst’s American made no editorial 
comment on the results. 


Fares Increased in Phoenix 


The outcome of a hearing held before 
the Arizona State Corporation -Com- 
mission on Aug. 31 resulted in an order 
by that body refusing to allow the 
Phoenix Street Railway, Phoenix, Ariz., 
to cease operations on Oct. 20, but 
granting certain concessions which 
aimed to preclude operation of the 
railway at a loss. 

Under the commission’s amended 
order of Sept. 2 the company will be 
permitted to charge 10 cents for a 
single fare, three tickets for 25 cents, 
ten tickets for 70 cents and sixteen 
tickets for $1, with an optional fare of 
5 cents for school children; the com- 
pany is not required to pave between 
its tracks; all cars must be remodeled 


to the one-man type; effective Nov. 1 
all service between the end of the In- 
dian School line and Glendale (west 
of Orangewood) must be abandoned, 
also the line from Sixteenth and Wash- 
ington Streets to Hollywood; effective 
at once a 30-minute service must be 
maintained between Second Avenue and 
Washington Street and the end of the 
Grand Avenue line; the company must 


issue transfers between any two points 
on its lines. The increase in fares will 
become effective Oct. 1. 

The original order which was issued 
on Sept. 1 called for discontinuance of 
service on the Hollywood and Glendale 
lines. The supplemental amended 
order called for a continuance of service 
between the end of the Indian School 
line and the Orangewood station. 


Cincinnati Plan Sanctioned 


Railway Will Purchase Leaseholds and Improvements Made by Tractien 
Company—New Twenty-five-Year Franchise Accepted—W. Kesley 
Schoepf to Withdraw from Management 


EGOTIATIONS for a settlement 
of the traction situation in Cin- 
cinnati, Ohio, were brought to a con- 
clusion on Sept. 10, when stockholders 
of the Cincinnati Street Railway, the 


-Ohio Traction Company and the Cin- 


cinnati Traction Company separately 
ratified the agreement proposed on Dec. 
81, 1924, whereby the Cincinnati Trac- 


‘tion Company is absorbed by the Cin- 


cinnati Street Railway. All that re- 
mains is for the railway to perform 
the necessary acts by which it will take 
over -the properties and operate them. 
This will be done on Oct. 1 or Nov. 1, 
there being some doubt as to just when 
the ordinance granting a new 25-year 
franchise becomes effective. This is to 
be determined by the city solicitor at the 
request of the directors of the railway. 

Under the reorganization all the rail- 
ways in Cincinnati will be owned and 
operated by one company, the Cincin- 
nati Street Railway. The Ohio Trac- 
tion Company and the Cincinnati 
Traction Company are eliminated from 
the traction situation. The Cincinnati 
& Hamilton Traction Company, which 
owns the Millcreek Valley Lines, pro- 
vided its stockholders finally approve 
the plan, will also be eliminated as a 
factor in the electric railway world. 

Stockholders of the Cincinnati & 
Hamilton Traction Company have de- 
ferred action on the sale of its prop- 
erties until Oct. 9. During the interim 
a plan will be made to distribute equi- 
tably the $1,000,000 of Cincinnati Street 
Railway stock which it will receive for 
the properties. The Cincinnati & Hamil- 
ton Traction Company is capitalized at 
$2,200,000, of which 50 per cent is com- 
mon stock and the other half preferred. 
A plan fair to both classes of share- 
holders is necessary, it was announced. 
A committee has been appointed to 
devise the plan. 

The reorganization will scale down 
capital by about $11,000,000 and reduce 
the rate of fare from 10 cents to 8% 
cents where tickets are purchased. The 
cash fare will remain at 10 cents. The 
reorganization will result in the pass- 
ing of W. Kesley Schoepf, president of 


the Ohio and the Cincinnati Traction 
Companies, from the electric railway 
situation in Cincinnati. Mr. Schoepf 
has been head of the leasing and oper- 
ating company ever since the Philadel- 
phia syndicate took over the properties 
in 1901 from the Cincinnati Street Rail- 
way under a lease of 45 years. 

The new head of the Cincinnati Street 
Railway has not been determined, but 
it is understood that Walter A. Draper, 
vice-president of the Cincinnati Trac- 
tion Company, will be the choice of the 
directors. In this connection the posi- 
tion of chairman of the board of direc- 
tors will be created and Samuel Assur, 
vice-president of the Cincinnati Street 
Railway, will be selected to fill this 
post. The duties of the new office will 
be to look after the financial and public 
policies of the company. In a general 
way, the entire operating staff of the 
Cincinnati Traction Company will be 
taken over by the new operating com- 
pany, but the details remain to be 
worked out. 

Four resolutions affecting the return 
of the electric railway system from the 
Cincinnati Traction Company were 
adopted at the stockholders’ meeting 
of the Cincinnati Street Railway. The 
resolutions merely divide the agree- 
ment into four parts, which briefly 
follow: 

1. Purchase of the leasehold and im- 
provements of the Cincinnati Traction 
Company and to operate them. 

2. Purchase of the Millcreek Valley 
lines from the Cincinnati & Hamilton 
Traction Company. 

3. Increase in the capitalization from 
$20,000,000 to $25,000,000 so stock can 
be issued to the Cincinnati Traction 
Company. 

4. Acceptance by the directors of the 
new 25-year franchise from the city 
instead of the present franchise which 
expires in 1946, 

Approximately 308,000 of 400,000 
shares voted affirmatively on the agree- 
ment. 

At the meeting of stockholders of 
the Cincinnati Traction Company a 
total of 71,542 of 86,550 common shares 
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and 68,572 of 86,000 of the preferred 
shares were cast in favor of the agree- 
ment. The vote approving the contract 
was virtually unanimous at the meeting 
of the Ohio Traction Company. Out of 
20,000 shares 19,999 voted favorably, 
the missing shareholder being in 
Europe. 

The agreement between the compa- 
nies dated Dec. 31, 1924, is as follows: 


The Cincinnati Traction Company agrees 
to sell to the Cincinnati Street Railway its 
leasehold interest in the street railway 
property in Cincinnati and Norwood, Ohio, 
etc., and also all of its property, including 
furniture, fixtures, records, contracts, 
leases, agreements, together with all claims, 
demands, etc., with certain minor excep- 
tions. 

The Ohio Traction Company agrees to 
sell its leasehold interest in_ the property 
of the Cincinnati & Hamilton Traction 
Company, including all contracts, agree- 
ments, claims, demands, etc., and also all 
of the 64 per cent bonds of the company 
held by the trustee for the benefit of the 
stockholders and the 6 per cent debenture 
ponds of the Cincinnati Traction Company, 
these securities, however, to be canceled 
by the Cincinnati Street Railway when 
it secures title thereof, and all interest in 
the sinking fund of the Ohio Traction Com- 
pany 5 per cent bonds. 

The Cincinnati Street Railway agrees as 
follows: To assume the obligation of the 
Ohio Traction Company under the $2,500,- 
000 of 5 per cent mortgage given to the 
Fidelity Trust Company, trustee, Philadel- 
phia, or to pay the bonds issued there- 
under. To assume and pay for car trust 
certificates of the Cincinnati Traction Com- 
pany. To reimburse the Cincinnati Trac- 
tion Company for money borrowed and 
money expended for additions and better- 
ments not funded by the issuance of secur- 
ities. To issue to the Cincinnati Traction 
Company 85,000 shares ($4,250,000 of stock). 
To assign to the Cincinnati Traction Com- 
pany its leasehold, interest in what is 
known as the Chester Park property. To 
assume the obligations under the contract 
and agreements above referred to and to 


assume claims against the Cincinnati Trac- 
tion Company arising out of the operation 
of the property. 

The Cincinnati Street Railway also agrees 
to pay to the Ohio Traction Company the 
unpaid portion under certain condition the 
money loaned by the Ohio Traction Com- 
pany to the Cincinnati Traction Company 
to pay the deficiency in the gross receipts 
tax to the city. 

In 1901 the Cincinnati Street Railway 
leased the electric system in Cincinnati 
to the Cincinnati Traction Company, 
while the Cincinnati & Hamilton Trac- 
tion Company leased the Millcreek Val- 
ley Lines to the Ohio Traction Company, 
which virtually owns all of the stock of 
the Cincinnati Traction Company. 

Issuance of $1,488,050 in capital stock 
by the Cincinnati Street Railway as a 
part of the refinancing plan provided 
for in the new franchise has been 
approved by the State Public Utilities 
Commission. The company will issue 
29,761 shares of capital stock at $50, 
using the proceeds as a part payment 
of $4,250,000, which it must pay the 
Cincinnati Traction Company. 


“Current Topics” Awards Prizes 


Current Topics, the official publica- 
tion of the Illinois Power & Light 
Company, Chicago, Ill., has announced 
prize winners for the best essays on 
“How May Employees Best Make 
Friends for the Company.” 
prize of $10 was awarded to Abel F. 
Price, Decatur. Many of the essays 
centered upon the theme of courtesy 
as being the best means of making 
friends for a company. 


The first © 


Allege Unauthorized Fares Are 
Charged on Georgia Road 


It is considered practically certain 
that the fare case of the Atlanta North- 
ern Railway will be reopened before 
the Georgia Public Service Commission 
following a score or more of complaints 
against the new schedule of rates estab- 
lished by the road. The complaints 
charge that there have been increases 
in fares amounting to 50 per cent, al- 
though the commission authorized an 
increase of only 20 per cent. Most of 
the complaints are coming from people 
commuting from Atlanta to Marietta. 

Chairman Trammell of the Public 
Service Commission said that the com- 
mission did not fix commutation rates 
toward Marietta, as it was represented 
that the community travel was almost 
entirely toward Atlanta, but that that 
body found there was a great deal of 
community travel to Marietta and also 
to Center Hill by railroad shop em- 
ployees. Further, that the commuta- 
tion travel toward Marietta was a new 
development since school opened. 

The recent increase of 20 per cent in 
rates authorized by the commission was 
the outcome of an agreement entered 
into by the City Council of Marietta 
and the Atlanta Northern Railway, 
owned by the Georgia Railway & Power 
Company, following a discontinuance of 
service as the result of jitney and bus 
competition. Marietta officials appeared 
before the commission in support of the 
increases, which were supposed to be 
made on a zone basis and to approxi- 
mate 20 per cent. 


account. 


“Public Ledger.” 
perhaps Mr. Mitten has something up his, sleeve. 
the “Transcript” are gracefully dealt, but no less effective on that 
That paper said in part: 


HE darkling picture would be a bit more terrible 


reason for the city’s 10-cent fare.° 


Is Mr. Mitten Trying to Sell Boston Something? 


The Boston “Evening Transcript” has replied to the “gloomy” 
news about that city reflected editorially in the Philadelphia 
The “Transcript” expresses the sentiment that 
The blows of 


But if it were a j 


if it were a bit nearer the truth. Boston’s city 
and state investment in thoroughly modern rapid tran- 
sit lines exceeds $45,000,000. Philadelphia’s compar- 
able outlay has been $15,000,00C. Her total invest- 
ment comes to about $75 per capita of population 
served, whereas the figure in Boston is $130. For many 
years the difficulty of bringing an adequate program of 
tunnel building under way in Philadelphia has been 
very great, and, if memory serves aright, a deal of 
acrimonious controversy has not tended to make the 
practical problems of progress any the lighter. As for 
the statement that “development is at a standstill” 
here, perhaps this may be taken as a complimentary 
recognition of the fact that the great new Dorchester 
rapid transit extension is so near completion that Phila- 
delphia regards it a foregone conclusion. The coming 
improvements at Governor Square and elsewhere pos- 
sibly were overlooked altogether. 

No, Boston, which had the nation’s first subway and 
which will soon be the first city in the world to have 
bought and paid in full for a subway line, is scarcely 
worried at this time about her ability to continue de- 
veloping rapid transit lines as promptly as a wise 
economy permits. To be sure, Boston does have to pay 
the piper for her modern tunnels, and this is one good 


choice between rapid transit at 10 cents and a return 


to an immense use of surface cars such as Philadelphia 
still requires in her downtown district, at 73 cents, we. 


imagine that the car riders themselves would vote, in 
a plebiscite, for the higher fare and quicker service. 


As for the suggestion that no dividends are paid’ y 


here, the error is too patent to need correction. But 
it does seen necessary to point out that in recent arbi- 
tration hearings it has been proved conclusively that 
street car men in Boston are higher paid than in Phila- 
delphia. The good relations built up in Philadelphia 
between management and men have been indeed an im- 
portant and valuable achievement of the Pennsylvania 
city in recent years. Boston welcomes report of them. 
But when it comes to general all-consuming envy of 
Philadelphia in matters of rapid transit, our gaze is 
cool, not to say cold. And if the information is cor- 
rect that the Philadelphia traction company, which, in 
its case, must have known the real facts of Boston’s 
dividends, wage scale and rapid transit development, 
caused the Ledger article in question to be widely re- 
printed at the company’s expense, we begin to wonder 
rather doubtfully what Mr. Mitten, the Philadelphia 
company’s chief executive, has up his sleeve. It would 
appear that he is trying to sell us something. 


} 
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Voters Approve Miami-Coral] 
Gables Addition 


Unanimous approval was given by 
voters on Aug. 31 to the building of a 
rapid transit line linking Miami with 
Coral Gables, Silver Bluff and Cocoanut 
Grove. While it has not been definitely 
announced that the cars running 
through Silver Bluff and Cocoanut 
Grove on the C. Dan Wallace Lines will 
operate from the business district of 
Miami to these outlying communities, 
it is believed they will use the Coral 
Way line of the Coral Gables Rapid 
Transit Company for this purpose. 

Mr. Wallace proposes to organize a 
corporation, of which he is to be the 
president, to be capitalized at $2,000,- 
This firm will construct the car 
line and will also purchase and sell 
property adjoining its right-of-way. It 
is believed that the section traversed 
will gradually become an apartment 
and hotel center. The overwhelming 
vote of the citizens of Miami and Silver 
Bluff in favor of the Coral Gables 
Rapid Transit Line showed the people’s 
appreciation of the urgent need for 
inereased transportation facilties be- 
tween the fast-growing centers of pop- 
ulation of the greater Miami district. 

Application for a franchise for the 
line was recently made to the City 
Commission of Miami by George E. 
Merrick, head of the Coral Gables Rapid 
Transit Corporation. It was said at 
the time that construction of this addi- 
tion to the present Coral Gables line 
and the use of the new tracks by the 
proposed rapid transit system would 
give the University of Miami and the 
entire southwest section a fine trolley 
service. According to Mr. Merrick it 
was the inadequacy of the present Coral 
Gables line, placed in operation less 
than six months ago, and the desire to 
give the southwest section rapid transit 
that this service was proposed. 

The ordinance stipulated that the 
building would be started in October 
and that the entire line between Miami 
and Coral Gables would be in operation 
within one year. The _ corporation 
agreed to maintain a reasonable sched- 
ule at a 10-cent fare to any part of the 
city to which the line extended? It 
agreed to provide a bond of $20,000 for 
the faithful performance of its contract. 


Traffic Congestion Costs Lives 
and Much Money 


A detailed report of city traffic con- 
ditions, revealing the great loss of time 
and money, a sum placed at $1,500,- 
000,000, especially from inadequate 
parking facilities, depreciation of real 
estate and traffic congestion, was pre- 
sented to Secretary of Commerce 
Hoover on Sept. 16. The body that 
reported was the committee on cities of 
the National Conference on Street and 
Highway Safety, which will meet at 
Washington this winter to take up the 
problem in detail with proposals for 
action. Some of the significant details 
of the report were: 

In the Loop district of Chicago park- 
ing costs the community $200,000 a day. 

In Philadelphia a fleet of taxicabs 
loses about $2.50 a day on each vehicle 


* because of congestion. 


Cincinnati pays $100,000 a day for 
its traffic conditions. 

The cost in Worcester, Mass., was 
about $35,000 a day until traffic was 
diverted from “the most direct route, 
resulting in a lessening of congestion 
and a saving of time and money. 

Much evidence was submitted to show 
that grade crossings were uneconomic 
as well as a menace. In Louisville, it 
was said, 85,000 vehicles lost 8,504 
minutes daily on crossings. 

In Newark, 40 per cent of the traffic 
delays were eliminated by prohibiting 
left-hand turns. Traffic control by sig- 
nals was reported as successful and 
economical in many cities. 


Wants Passengers, Not Enemies 


+ Matthew R. Boylan, vice-president in 
charge of operation, in a circular letter 
sent to bus and trolley employees of 
the Public Service Railway, Newark, 
N. J., asked for co-operation in giving 
the people better transportation. He 
says that the company is in the business 
of transporting passengers and that it 
wants every passenger it can get. It 
urges employees to keep their eyes 
open and not to run by possible pas- 


. Sengers, for not only will a fare be 


lost but the passenger may become an 
enemy of the company, and “We need 
the fares and we don’t want enemies.” 
The operators were admonished on 
courteous and polite treatment. 


Special Car Successful in 
Attracting Patronage 


A venture in electric railway trans- 
portation and advertising was made 
recently in Salt Lake City, Utah, by 
the operation of a special blue street 
car by the Utah Light & Traction Com- 
pany. This car makes all depots on a 
fifteen-minute schedule. It is especially 
designed, as far as exterior decorations 
are concerned, to advertise the famous 
Saltair resort, which was remodeled 
early in the present summer, after its 
disastrous fire, to provide bathing and 
dancing for its thousand visitors. This 
special car is proving to be an excellent 
method of answering the question of 
the tourist as to how he can reach the 
Saltair depot. The idea was originated 
by the Saltair resort management and 
arrangements were made with the Utah 
Light & Traction Company to operate 
the car, which is well patronized. 


Official Refuses to Discharge 
Des Moines Employee 


F. C. Chambers, president of the Des 
Moines City Railway, Des Moines, 
Iowa, has emphatically refused to 
accede to the union’s demand that the 
company discharge S. W. Jeffery, a 
Valley Junction motorman, dropped by 
the union. Mr. Chambers accused the 
union of taking a “public be damned” 
attitude in regard to the one-man cars 
and the company’s attempts to reduce 
fares and of taking steps: to disrupt 
the company by demands that cannot 
be met. The union had previously 
intimated that no strike would be called 
inasmuch as a case is pending in the 
courts to determine the right to employ 
non-union men under the contract with 
the union. Jeffery is said to have 
aroused the animosity of the union men 
by circulating petitions favoring an 
open employment agreement. 


$400,000 Downtown “L” 
Improvement for Chicago 


The excessive cost of moving elevated 
columns in the downtown streets of 
Chicago from positions they have had 
30 years has been impressed upon 
Mayor Dever by Britton I. Budd, presi- 
dent of the Chicago Rapid Transit Com- 
pany, and the Mayor has consented to 
a change in plans. The result was the 
adoption of a three-year program of 
reconstruction in the Chicago loop 
whereby the company will cear many 
important street intersections in return 
for the privilege of building platforms 
long enough for ten-car trains. The 
cost is figured at $400,000. A general 
makeup of eight-car trains is eontem- 
plated for rush hours with a 30 per 
cent increase in carrying capacity. 


Buffalo One-Man Car Issue 
to Be Fought 


Frank C. Maloney, assistant. corpora- 
tion counsel of Buffalo, N. Y., began 
work on Sept. 10 on an appeal from the 
decision of the Public Service Commis- 
sion in the one-man car case. The 
commission has authorized the Inter- 
national Railway to continue to operate 
this type’ of car. The Public Service 


Commission and officials of the com- 
pany claim that one-man cars are as 
safe as if not safer than two-man cars. 


Blue Car Advertises Resort 
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Convention Delegates Invited to 
Attend Metropolitan Meeting 


The first fall meeting of the Metro- 
politan Section in New York will be 
held on Oct. 2. The program of sub- 
jects has not yet been arranged, but 
the meeting will be an “executive 
night.” Among the speakers will be 
F. R. Coates, the incoming president 
of the A.E.R.A.; Managing Director 
Storrs, Secretary Welsh, Matthew 
Brush, formerly of the Boston Ele- 
vated, and others. The Metropolitan 
Section extends a cordial invitation to 
delegates en route to the convention at 
Atlantic City who plan to come by way 
of New York to attend this meeting. 


News Nate 


Third Rail Service for Western 
Suburbs.—Twelve-mintite service over 
the Chicago, Aurora & Elgin third rail 
line has been ordered as the result of a 
new operating agreement between the 
company and the Chicago Rapid Transit 
Company, the elevated lines, respecting 
western suburbs. The Elgin line oper- 
ates from a terminal at the edge of the 
elevated loop over the rapid transit 
company’s lines to Forest Park, where 
it has its own right-of-way. The new 
agreement permits the Chicago elevated 
line to operate beyond the end of its 
Forest Park terminal to Maywood and 
Bellwood and over the proposed spur 
of the newly organized Chicago, West- 
chester & Western, a subsidiary of the 
Elgin. Colonization projects are under 
way for the territory which will benefit 
by the new arrangement. 


An Ultimatum on Paving Issued.— 
The Wheeling Traction Company and 
the Wheeling Public Service Company, 
Wheeling, W. Va., have been informed 
by Harvey L. Kirk, city manager, that 
they must pave along their right-of-way 
or pull up their tracks. He has re- 
minded them of the terms of the fran- 
chise granted by the city and declares 
that this franchise must be enforced. 
This agreement provides that the rail- 
ways pave between their tracks and 
for 1 ft. on either side, and that this 
paving must be maintained in good 
condition. At a recent meeting of the 
Council some weeks ago the city man- 
ager was authorized to take any steps 
necessary to get needed repair work 
done. 


Coal Strike Affects Service-—Owing 
to the suspension of work by thousands 
of mine workers in the valley, the 
Scranton Railway, Scranton, Pa., has 
curtailed its service and placed four- 
teen crews on the extra list. William 
May, superintendent of transportation, 
stated that all rush-hour tripper runs 
will be discontinued while the mine 
strike continues. A number of noon- 
hour runs which have been operating 
for months will also be abolished. 
Early morning service will not be so 
frequent. 


{ Utility Courses in Prospect.—Prelim- 
inary steps toward establishment of 
public utility courses in the University 
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of Oklahoma were taken in a confer- 
ence on Sept. 10 at Norman, Okla., at 
which were present representatives of 
the utilities and university. The uni- 
versity authorities were favorable to the 
idea and a future conference will be 
held to work out details. Thirty-two 
colleges and universities in the United 
States have complete or partial public 
utility courses and the number is stead- 
ily increasing. The University of Okla- 
homa at present, through its school of 
engineering, gives adequate training in 
public utility engineering, and public 
utility business and administration sub- 
jects are also taught in other schools 
of the university, but these are not 
now co-ordinated into distinctive public 
utility courses. 

Fare Boost May Lead to Lower 
Power Rates.—The Virginia State Cor- 
poration Commission will hold a hear- 
ing on the proposed reduction in the 
light and power rates of the Virginia 
Railway & Power Company, Richmond, 
Va. The company has been summoned 
to appear and show why the rates 
should not be made lower. The com- 
mission’s action in summoning the com- 
pany to show cause why these rates 
should not be reduced followed an inde- 
pendent investigation by the commis- 
sioners. Since the railway fares were 
advanced from 6 to 7 cents in order to 
yield 8 per cent, the commissioners felt 
that the public should be given the 
benefit of a light and power reduction, 
if more than 8 per cent was being 
earned by the company on its light and 
power properties. 


School Children Privileged. — The 
Fort Collins Municipal Railway, Fort 
Collins, Col., will carry all school chil- 
dren to and from school at a 2-cent 
fare. Books of 25 coupons will be sold 
for 50 cents when the proper identifi- 
cation card is presented. 
also applies to those attending high 
school, but is only good on school days 
and not for school picnics and various 
athletic events. 


Cars Will Operate.—The Public Serv- 
ice Railroad, Newark, N. J., has modi- 
fied the plan announced some time ago 
for the suspension of the line between 
Trenton and New Brunswick. It will, 
however, run cars at longer intervals. 


“Long, Long Ago.”—In connection 
with the 125th anniversary of the city 
of Binghamton, N. Y., the Binghamton 
Railway has issued an attractive illus- 
trated folder containing scenes in old 
Binghamton. It shows graphically the 
development of the community and de- 
scribes the part the transportation fa- 
cilities played in this great growth. 

Agreement Provides for Double Fare. 
—The Eastview, Ont., Town Council 
recently passed a motion authorizing 
an agreement between the town and 
the Ottawa Electric Railway for an 
extension of: track along the Montreal 
Koad to Notre Dame Cemetery. The 
agreement provides that the railway 
shall construct the line and operate 
service on a double fare schedule. The 
fare in Eastview is to be 24 cents and 
over the city lines an additional 5, cents. 
The agreement will also give the com- 
pany an exclusive franchise to carry 


‘passengers through the town and with 


exemption from taxation, but under a 


This fare, 
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cash bonus to the municipality. The bus 
line operated under the name of the 
Eastview Transit Company will be dis- 
continued, as will the 5-cent fare from 
Eastview to the Ottawa Post Office. 


Lower Rates Sought.—The Fletcher 
Savings & Trust, Company, receiver for 
the Beech Grove Traction Company, 
Indianapolis, Ind., has filed with the 
Indiana Public Service Commission a 
petition asking authority to reduce 
rates to meet bus competition. The 
plan would reduce fares three-fourths 
of a cent between Beech Grove and 
Indianapolis.. The line recently was 
sold to C. F. Schmidt by the receiver 
on condition that bus competition be 
eliminated and subject to the approval 
of the Marion County Circuit Court. 
A bus line was placed in operation 
between Beech Grove and Indianapolis 
on Aug. 8 following the granting of a 
certificate by the Public Service Com- 
mission. This vote followed a previous 
denial of the bus company’s permit by 
the commission.. Suit recently was filed 
in Indianapolis by the receiver for the 
railway asking for a permanent injunc- 
tion against the Public Service Com- 
mission and the South Side Motor 
Coach Company. Reference to the sale 
of the property was made in the 
ELECTRIC RAILWAY JOURNAL, issue of 
Aug. 15, page 261. 


Suggestions to Be Followed for Im- 
provements.—Patrons of the Georgia 
Railway & Power Company, Atlanta, 
Ga., are sending in suggestions to help 
the company put across its program 
of “Better than Ever” Service. The 
company promises that every sugges- 
tion will be given serious consideration. 


One-Man_ System Extended. — The 
Public Service Railway, Newark, N. J., 
has extended its one-man system of 
operation to cars on the line between 
Trenton and Camden, N. J. 


Fares Reduced.—The Public Service 
Commission has approved an amend- 
ment to the local passenger tariff of 
the Rochester & Syracuse Railroad, 
Inc., effective Sept. 1, providing for a 
reduction in ticket and train fares for 
distances of 78, 79, 80 and 81 miles 
from $2.81, $2. 84, $2.88 and $2.92, re- 
spectively, to $2. 78. 

Denies Construction Project Dead.— 
C. E. Smith of Fond du Lac has denied 
that the Southern Wisconsin Railway 
will abandon its effort to build a line 
to Sturgeon Bay. The construction of 
this proposed line with the many at- 
tending vicissitudes has been referred 
to from time to time in the ELEcTRIC 
RAILWAY JOURNAL. 


Mule. Cars Will Take Part. — The 
Louisville Railway, Louisville, Ky., will 
provide mule cars on Sept. 22, when 
the Old Timers’ ball game will be 
played at Parkway Field, in commemo- 
ration of the 50th anniversary of league 
baseball. It is proposed that these 
cars, drawn by mules as in the olden 
days, will be occupied by older fans of 
the city, who will receive invitations 
from the committee of. civic club. mem- 
bers. The use of the cars is but oné of 
the many features of the occasion. 
Many prominent women, it is said, will 
attend the game in the afternoon and 


‘dollar dinner in the evening, attired in 


costumes of three and four decades ago. 


% 
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=e 
Developments 


[ Recent Bus 


Auction for Yonkers Franchise 
Next Month 


A new bus ordinance is now pend- 
ing before the Mayor of Yonkers, 
N. Y., and the Board of Estimate of 
that city which calls for a_ public 
auction for the city’s bus franchise to 
be held on Oct. 23. This ordinance 
specifies the terms, conditions and 
routes of operation, the routes so speci- 
fied being identical with the ones pre- 
viously decided upon. The highest 
bidder at the auction is to be awarded 
the franchise for a period of ten years, 
with the privilege of renewal for an- 
other ten-year period, but during this 
latter period the city is to have the 
right of recapture for a municipal bus 
system, recapture by the city to be 
upon payment to the bus company of a 
fair and reasonable sum to be set by a 
board of three men. If the bus com- 
pany does not apply to the city for a 
renewal of its franchise in not less than 
nine months and not more than. one 
year before the expiration of its first 
ten-year period of operations the fran- 
chise is to lapse. ° 

This ordinance has been approved by 
the Common Council. Mayor Ulrich 
Wiesendanger declared there is doubt 
in his mind as to the definiteness of the 
recapture clause, although the intent is 
clear. He has also criticised the ordi- 
nance because it proposes an absolute 
monopoly of the city’s streets. As to 
the question of monopoly, the ordinance 
clearly provides that the city reserves 
the right to issue other. bus permits 
for operations on any or all of the 
routes already laid down, and upon the 
‘same terms and conditions. 

Leslie Sutherland, vice-president. of 
the Third Avenue Railroad, which con- 
trols the Yonkers. Railroad, com- 
plains that the pending bus ordinance 
threatens the life of his company and 
the destruction of a good transporta- 
tion system. a 

This is the third time since May, 
1925, that the Common Council of 
Yonkers has set out on its task of 
securing the establishment of a city- 
wide bus line. Last month, when the 
Yonkers Board of Estimate was about 
to approve an ordinance granting a 
permit for the operation of buses 
throughout the city to the Westchester 
Bus System, Inc., the Supreme Court 
restrained such action on the ground 
that the bus consent ordinance was 
illegal inasmuch as it had not been ad- 
vertised for the full 21 days required 
by law. . : 


Right of Indiana Commission 
Over Buses Defined 


The Superior Court at Hammond, 
Ind., has handed down an order which 
is one of the first to construe the. re- 
cently enacted Indiana motor -coach 
law. The action was a plea for an in- 
junction by the East Chicago Bus Com- 
pany to compel the Calumet Motor 
Coach Company to cease operations in 


East Chicago. The East Chicago com- 
pany has a certificate from the commis- 
sion. The defendant company has none. 
Judge V. S. Reiter ordered a tempo- 
rary injunction. He held that the 
powers of the commission to control 
motor coach operation by certificate 
were absolute. The case will be appealed. 


Bus-Railway Company at Geneva 


A definite step toward supplementing 
trolleys in the city of Geneva, N. Y., 
with’ buses has been taken in the forma- 
tion of the Geneva Railway Bus Lines, 
capitalized at $50,000 and incorporated 
at the office of the Secretary of State 
at Albany. The Geneva, Seneca Falls 
& Auburn Railway is said to be the 
main stockholder in the new bus com- 
pany. 

The bus line will petition the Geneva 
Council for a franchise. However, the 
city fathers have intimated they would 
not sanction a franchise to a railway- 
controlled bus concern unless the rail- 
way paid up $17,000 it owed in paving 
and school taxes. 

Directors of the new company include 
Lansing H. Hoskins, attorney for the 
traction corporation, and R. R. Quay, 
Sewickley, Pa., president of the electric 
company. 


Railway Gets Richmond Buses 


The Virginia Railway & Power Com- 
pany, Richmond, Va., has purchased the 
properties of the Richmond Rapid Tran- 
sit Corporation. The consummation of 
the deal assures Richmond a_ unified 
electric car and bus transportation 
system as soon as the City Council 
grants the. necessary franchise. 

The deal was consummated as the 
result of negotiations conducted by a 
joint committee of the Richmond Cham- 
ber of Commerce and the Retail Mer- 
chants Association, with William H. 
Schwarzschild, president of the Central 
National Bank, as chairman. 

The contract calls for the payment 
by the Virginia Railway & Power Com- 
pany to the stockholders of the Rich- 
mond Rapid Transit Corporation all 
money paid in to the bus concern plus 
6 per cent interest. and, in addition, 
$50,000 for the outstanding common 
stock, which was given as a bonus to 
purchasers of the preferred stock. It 
was said that there is $100,000 in first 
preferred stock and $94,300 in second 
preferred stock. The 6 per cent in- 
terest payment, the purchase of com- 
mon stock and the assumption of the 
liabilities will mean an investment esti- 
mated at $450,000 for the Virginia 
Railway & Power Company. 


The Connecticut Company, New 
Haven, Conn., has been granted author- 
ity by the Public Utilities Commission 
to continue to operate a bus line be- 
tween New Britain and Meriden via 
Berlin, and to operate a new bus line 
between Middletown and Durham. 


Two-Cent Increase for 
Akron Bus Drivers 


The Northern Ohio Traction & Light 
Company, Akron, Ohio, announced on 
Sept. 15 an increase of 2 cents an hour 
for all its bus drivers. The increase is 
retroactive to May 1, 1925. When the 
wage issue covering trainmen came up 
for discussion on May 1 the company 
offered all operators of one-man cars 
an increase of 4 cents an hour. Can- 
ton city employees accepted the offer, 
but Akron city trainmen went into ar- 
bitration proceedings. The arbitration 
board gave one-man car operators in 
Akron the same increase the Canton 
men had accepted. The 2-cent increase 
for bus men brings the city men to 57 
cents an hour, the wage paid operators 
of one-man cars. The increase gives 
interurban bus drivers 60 cents an 
hour, 2 cents more than interurban car 
men. Interurban car men failed to get 
an increase in their arbitration pro- 
ceedings. 


Boston & Maine “Logical Agency” 


The Boston & Maine Transportation 
Company has entered the lists for the 
privilege of operating buses between 
cities, with the filing on Sept. 10 of 
petitions with the city and town gov- 
ernments for the operation of a bus 
service between Lawrence, Andover, 
Tewksbury and Lowell, along the south 
bank of the Merrimac River. The peti- 
tions follow similar applications by the 
Eastern Massachusetts Street Railway, 
and by individual operators. 

In a statement calling attention to 
the fact that the Boston & Maine Rail- 
road’s line between Lawrence and 
Lowell, seriously affected by the use of 
automobiles, would suffer further by 
such a duplication of facilities in other 
hands, the Boston & Maine Transpor- 
tation. Company announces itself as 
ready to supply bus service if the 
communities think such additional 
transportation is necessary. 


Seeks to Operate in Evansville—J. J. 
Gerringer, superintendent of the South- 
ern Indiana Gas & Electric Company 
at Evansville, Ind., has announced that 
the company wiil file a petition with 
the Indiana Public Service Commission 
asking permission to operate bus lines 
in Evansville and adjacent territory. 
If the petition is granted the company 
plans to have the buses in operation in 
a short time. 


Permission to Operate ‘Granted. 
—The Massachusetts Department of 
Public Utilities has granted the peti- 
tion of the Berkshire Street Railway 
to operate buses on the highways of 
Pittsfield, Lenox, Lee, Stockbridge and 
Great Barrington. 


New Indianapolis Routes Sought.— 
The Indianapolis Street Railway has 
filed with the Indiana Public Service 
Commission requests for permission to 
start two additional bus routes in Indi- 
anapolis. The bus fare would be 10 
cents, with the prevailing transfer 
charge. Passengers will not be allowed 
to board or alight from the buses on 
streets on which there are electric rail- 
way lines. 
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Chevy Chase Line Started.—The Cap- 
ital Traction Company, Washington, 
D. C., began the operation of a parlor 
car coach line on Sept. 15 from Chevy 
Chase Circle, a suburb, through the 
downtown shopping, theater and busi- 
ness district to the Union Station and 
the United States Capitol. The fare is 
25 cents, with a seat for each passen- 
ger. The ride is about 8 miles. In 
applying to the Public Utilities Com- 
mission, officials of the company said 
the demand came in part from per- 
sons who own automobiles but who 
would prefer to patronize a high-class 
public line if they were certain of com- 
fortable, dependable parlor car service 
at a reasonable rate. For this service 
six of the latest type coaches have been 
purchased from the Yellow Coach Man- 
ufacturing Company of Chicago. This 
proposed service was referred to in the 
ELECTRIC RAILWAY JOURNAL, issue of 
July 4, page 33. 

Permit Sought for Leominster.—The 
Fitchburg & Leominster Street Rail- 
way has presented a petition to the City 
Council of Leominster, Mass., seeking 
permission to operate buses over the 
routes now traveled by the trolleys. 
The buses will be utilized to supple- 
ment the trolley in rush periods. 

Initial Operation Successful.—Buses 
on the new Nottingham line of the 
Cleveland Railway, Cleveland, Ohio, 
carried 1,000 passengers on the first 
day of operation, Sept. 11. Eight pas- 
sengers to the mile was the record of 
the new line, which started operation 
with two coaches running on a 30- 
minute schedule from E. 185th Street 
and Lake Shore Boulevard to St. Clair 
Avenue and E. 152d Street. Later in 
the day more buses were added. The 
new Rocky River bus lines of the Cleve- 
land Railway carried about 200 pas- 
sengers a day. 

From Sedamsville to Cincinnati. — 
The Cincinnati, Lawrenceburg & Au- 
rora Electric Street Railroad has estab- 
lished a bus line from its terminal at 
Sedamsville to the heart of Cincinnati, 
Ohio, a distance of 6 miles. John J. 
Drumny, general manager of the com- 
pany, said that the service was in the 
nature of an extension of the line in 
that it provided incoming and outgoing 
passengers rapid transportation be- 
tween the terminal and Cincinnati. A 
fleet of four White buses operates 
between the two points. 

Transfer and Stock Issue Effected.— 
Consent has been given by the Public 
Service Commission to the transfer 
from Talmadge C. Cherry to the Mid- 
State Coach Lines, Inc., of the certifi- 
cates for operation of bus lines in 
Oswego and Auburn. The transfer is 
granted subject to all of the conditions 
and limitations in the original certifi- 
cate. The commission also authorized 
the Mid-State Coach Lines, Inc., to 
‘issue $70,800 of 7 per cent cumulative 
preferred stock for the purchase of 
equipment and working capital and 
authorized the Rochester & Syracuse 
Railroad, the Empire State Railroad 
Corporation, the Syracuse Northern 
Electric Railway, Inc., and the Auburn 
& Syracuse Electric Railroad each to 
acquire and hold $17,700 of the author- 
ized stock of the bus line. 


DS 
and Corporate 


3 Financial 


Denver Tramway Sold to 
Reorganization Committee 


At il a.m. on Sept. 11 Judge Henry 
A. Dubbs, master in chancery, at the 
steps leading to the Denver Tramway 
building, began reading the legal docu- 
ment anent the sale of the tramway 
properties. One hour and 23 minutes 
later he had finished. Claude K. Boett- 
cher representing the reorganization 
committee, when bids were asked, bid 
for parcel A, the upset price of $4,601,- 
600; for parcel B, the upset price of 
$2,399,640, and ‘then for both as a lump 
sum, $7,001,240. These were the only 
bids made and the property was, sold 
to the “highest” bidder. 

The sale of this property before it 
can pass into the hands of the parties 
buying it in must be approved by Fed- 
eral Judge Robert E. Lewis, but as he 
set the upset prices, it is reasonable to 
suppose that he will give the court’s 
sanction and then the reorganization 
will be a mere matter of form. 

If the reorganization goes into effect, 
as it is believed it will, the new com- 
pany will declare a dividend of 14 per 
cent on. preferred stock within a short 
time after reorganizing. This will 
amount to about $125,000. The annual 
interest charges which the new com- 
pany must meet will be reduced to a 
figure coming within the annual earn- 
ings by paring down the funded debt 
from $17,521,700 to $11,078,350. This 
reduces the annual interest charges 
from $958,016 to $580,848. The new 
company will have $10,468,145 of pre- 
ferred stock, $6,943,350 of new 5 per 
cent 25-year bonds and 61,240 shares of 
common stock -with no par value. 


New Company to Take Over 
Havana Electric 


As a sequel to reports current for 
several months in the financial district 


that “a change in control’ of the 
Havana Electric Railway, Light & 
Power Company was’ imminent, 


through purchase of the company’s 
stock in the open market, a new com- 
pany has been formed and a proposal 
submitted to shareholders for an ex- 
change of securities. 

The new company is the Havana 
Electric Utilities Company. The au- 
thorized capital is $21,000,000 of first 
preferred stock, par value of $100 a 
share; 300,000 shares of cumulative 
preference stock, and 603,000 shares of 
common, both without par value. 

The plan for the exchange of stocks 
has been drawn up by Speyer & Com- 
pany, bankers, and Frank Steinhart, 
president. It provides that for each 
ten shares of Havana Electric Railway 
common there shall be given twenty 
shares of new cumulative preference 
stock, twenty shares of new common in 
the form of voting trust certificates, 
and $200 cash. 

For each ten shares of Havana Elec- 
tric Railway preferred, the holder will 


° u 
receive ten shares of new 6 per cent 
cumulative first preferred, three shares 
of new common and $40 in cash. 

This exchange will require the issu- 
ance of all the authorized first pre- 
ferred and preference stocks, and 363,- 
000 shares of the 603,000 shares of au- 
thorized common. Speyer & Company 
have contracted to underwrite the cash 
requirements. 

In a statement to stockholders, Presi- 
dent Steinhart said: 

It is felt that the time has arrived when 
a readjustment of share capitalization, 
through the medium of a new corporation, 
should be undertaken in order that it may 
more nearly represent the actual value and 
earning power of the company, and in order 
that, in due course larger distribution by 
way of dividends to stockholders may be 


made and the interest of all stockholders 
may be conserved. 


- Seven-Year Suspension of Divi- 


dends Lifted at Richmond 


The Virginia Railway & Power Com- 
pany, Richmond, Va., has declared two 
dividends of $3 each on the common 
stock, one payable on Sept. 29 to stock- 
holders of record Sept. 22, and the other 
Dec. 15 to holders of record Oct. 31. 
This is the first distribution to common 
stock holders since 1918. 


$500,000 Note Issue by 
Detroit United 


The Detroit United Railway, Detroit, 
Mich., was authorized by Judge Charles 
C. Simmons to issue $500,000 of 6 per 
cent receivership certificates, with the 
privilege of increasing the amount to’ 
$1,800,000 later. The money will be 
used for refinancing, extension of lines 
and to meet payments due various bus 
and coach companies. : 

The Detroit United Railway has filed 
a friendly suit against various subsidi- 
ary companies in which it has control 
in order to bring them together into a 
recognized receivership. 

A 50 per cent increase in rates from 
Clinton to Detroit and installation of 
one-man cars running from down-river 
towns have been recommended by the 
receivers. 


Payment of Preferred Dividend 
Postponed 


The New York State Railways, 
Rochester, N. Y., has postponed the 
payment of the dividend on the pre- 
ferred stock due on Oct. 1. A letter 
sent by J. F. Hamilton, president of 
the company, to the stockholders says: 


The net earnings from Jan. 1, 1925, to 
Aug. 31, 1925, have amounted to approx- 
imately $510,000, sufficient to cover the 
preferred dividend and leave a balance at 
the annual rate of 3 per cent on the com- 
mon stock. It has been necessary to ex- 
pend a large amount of money in track 
construction and repaving streets in cities 
where the company operates, and this 
extraordinary expenditure has made it ad- 
visable to conserve the company’s cash in 
order to meet its current expenses. 

The preferred dividend is cumulative and 
arrears thereon will of course be paid be- 
fore any dividends are declared on the 
common stock, 


! ¥ 
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Good Showing in Montreal 


$223,793 Surplus for Year—Tabular Presentation of Cumulative 
Results Under City Contract—All Details in Connection 
With Revamping of Financial Structure Completed 


PERATION of the Montreal Tram- 

ways, Montreal, Que., under the 
contract with the city shows the fol- 
lowing result for the year ended June 
30, 1925: 


MONTREAL TRAMWAY EARNINGS 
Revenue 

Passenger earmings................. 

Miscellaneous earnings............. 


$12,145,440 
331,126 


Gross revenue. ./.......... .... $12,476,566 
Expenditures. 
Operating expenses and 
taxes 
Operating profit . 
Maintenance and renew- - 


$6,323,000 
590, 


2,577,269 


Total operating expenses....... 8,950,945 


INietrearmInGG.2,. lure. kik axe sso ak $3,525,621 

Distribution of net earaings 

To the company: 
For return upon capital 

value. 

6 per cent on $36,285,295.......... 
7 per cent on additions 
to capital value made 
from Jan. 1, 1918, to 
Dept. BO AZ weyers 5 « 
6 per cent on additions 
to capital value made 
from Oct. 1, 1923, to 
June 30, 1925 


$2,177,177 


277,667 
5,707 


$2,460,552 


6 per cent on working 
CHGICRM GE rere tian o « cere 


Which, pase with the operating profit 
f $50,6 684.44, constitutes the com- 
ee s revenue from the contract. 

For expenses of financing one-half of | 
per cent of the sum of $36,286,295 
is allowed annually to the company 
to cover the expense incurred in 
procuring additional capital. This 
amount is carried direct to ‘‘ Reserve 
for Biman sees = fees a xs ows c 

To the city of Montreal: 
For the yearly rental .. . $500,000 


181,431 


Por payment of balance 4 


of accrued rental un- 
earned in previous 


383,637 
———— 883,637 


$3,525,621 
The city rental, amount- 
ing to $3,692,694.05 since 
the beginning of the con- 
tract, has been earned in 
full to date. 


The gross revenue for the year accru- 
ing to the company from the operations 


under the contract, together with the 
miscellaneous revenue from _ other 
sources, has been distributed as follows: 


REVENUE AT MONTREAL ACCRUING 


‘ TO THE TRAMWAY 
Revenue 
Allowances from contract 

Return upon capital value.. 


$2,460,552 
Operatime-profit......-....-... 50 


Other revenue (outside of contract) .. 65,704 
Totalrevenue........... $2,576,940 
Expenditures 
Interest on bonds anddoans. . . $1,283,881 
. Interest on debentures......... 661,875 
Other expenses.............. 7,390 
Totalexpenses....... . $1,953,146 
Le Netincome............+. $623,794 
Less dividends for the current year 
24 per cent for the quarter ended 
fSisj anny 0h A US ee $100,000 
Deere Sioa so ees 100,000 
Mary! Sayl925). 4. 100,000 
SUNCOM NOD ee. ass 100,000 
MROGalaeete sis ie acc acarars. ws $400,000 
Surplus for the year........... $223,794 
Add surplus at June 30, 1924... $668,753 
Generalsurplus.............. $892,547 


The revenue of the company for the 
year was $2,576,940, compared with $2,- 
449,174 last year, an increase of $127,- 
766. The interest on bonds, loans, 
debenture stock and other expenses 
was $1,953,146, compared with $1,885,- 
620 last year, an increase of $67,525. 
The net income was $623,794, com- 
pared with $568,553 last year, an 
increase of $60,240. After the pay- 
ment of four quarterly dividends of 

2 per cent each, amounting to $400,000, 
the surplus for the year was $223,794, 
compared with $163,553 last year. 

The balance at the credit of the gen- 
eral surplus account is $892,547. 

The directors report that all the de- 
tails necessary in connection with the 
reorganization of the financial structure 
of the company as submitted to the 
shareholders and approved by them 
have been carried out. 

A new issue of $100,000,000 of gen- 


eral and refunding mortgage sinking 
fund 30-year gold bonds has been 
created and an amount of $17,826,500 
has been issued, retiring all of the 5 
per cent debenture stock of the com- 
pany. The company now possesses 
means by which improvements can be 
financed on favorable terms. 

During the year the company sold 
$3,266,000 par value of its first and re- 
funding mortgage 5 per cent gold 
bonds, which were issued under the 
provisions-of the trust indenture in 
place of a like amount of the 42 per 
cent underlying bonds of the company, 
which had been redeemed at their ma- 
turity in 1922. These bonds were held 
in the treasury to be disposed of as 
required. There is at present in the 
treasury $1,750,000 par value of the 
first and refunding mortgage 5 per 
cent gold bonds of the company, issued 
during the year against capital ex- 
penditures made to Dec. 31, 1924. These 
bonds are available, for the purposes 
of the company when required. 

The company has expended during 
the year on new construction $2,690,543, 
and has written off capital account for 
the value of property discarded $160,- 
969, making a net addition to capital 
value of $2,529,573. 

The capital expenditures for the year 
are largely in excess of the amount 
spent in any one previous year since 
the date of the new contract (February, 
1918). From that date to the end of 
the fiseal year the capital additions 
amount to $5,634,076. 


RENTAL ARREARS MADE UP 


The company’s share of the city’s 
snow removal bill last year was $209,- 
328, while the total snow expense for 
the whole system was $348,495. 

The company has paid to the city of 
Montreal during the year for snow re- 
moval as above, for ordinary taxes, 
permits, etc., and on account of city 
rental, the sum of $1,371,284. 

The total amount due to the city 
of Montreal as rental under its contract 
has been liquidated. The rental in ar- 
rears, which, at the close of the fiscal 
year 1921, was $1,460,617, has gradually 
been reduced each year, the revenue of 
the company since that date having 
been sufficient to pay each year’s cur- 


= 


STATEMENT OF OPERATIONS OF MONTREAL TRAMWAYS FROM FEB. 10, 1918, TO JUNE 30, 1925 


- Feb- re 1918 Feb. Ae, 1918 
Year Ended Year Ended Year Ended Year Ended Year Ended Year Ended 
, June 530, 1919 June 30, 1020 June 30,1921 June 30, 1922 June 30, 1923 June 30, 1924 June 30,1925 June 30, 1925 
Grossireceiptsvimcns.: nes scctss cts $11,572,210 $10,782,470 $11,773,004 $11,712,525 $12,056,355 $12,463,798 $12,476,566 $82,836,931 
Operating expenses and taxes....... $6,640,715 $5,849,911 $6,327, pe $5,769,403 $6,099,993 $6,246, ae $6,323,000 $43,257,755 
Operating profit.::.....-..... 45,927 46,606 47, 47,959 48, 48,554 50, 335,480 
Maintenance and renewals... 2,098,120. 2,190,557 2,529, 034 2,579,260 2,492,792 2,579,779 2,577,260 17,046,765 
Ota eereeeere rs atk aecy sok wks wt $8,784,763 $8,087,076 $8,904, 337 $8,396,563 $8,641,090 $8,875,224 $8,950,045 $60,640,000 
(Balancaesem wep et si nie kien. $2,787,446 $2,695,394 $2,868,667 $3,315,961 $3,415,264 $3,588,574 $3,525,621 $22,196,930 
Allowances due company: 
6 per cent on eapital value. $3,018,224 $2,177,177 $2,177,177 $2,177,177 $2,177,177 $2,177,177 $2,177,177 $16,081,250 
“Additions to capital........ 32,9 69,827 118,859 145,683 164,973 175,918 277,667 985,849 
6 per cent on working capital. . i 40,645 23,832 12,490 6,596 2,530 5,351 5,707 97,154 
Financing expense...............-. 251,353 181,431 181,431 181,431 181,431 181,431 181,431 1,339,941 
SEE) ley | oats a $3,343,142 $2,452,269 $2,489,959 $2,510,889 $2,526,113 $2,539,879 $2,641,983 $18,504,236 
Lerch ea i $555,695 a$243,124 a $378,707 a$805,072 a$889,151 $1,048,695 $885,637 a$3,692,694 
Payable when earned: , s 
City of Montrealrental............. $692,694 $500,000 $500,000 $500,000 $500,000 $500,000 $500,000 b$3, cae 694 
Contingent reserve fund.....:...... _ 115,722 107,824 117,730 117,125 CALS OT tearig.. dS Bite ae Meee ay oe 500,900 
SUSU SIEE SR aus, aoe ee ee $808,416 $607,824 $617,730 ~ $617,125 $541,597 $500,000 $500,000 $4,192,694 
Deficit.. Se ae eee eo eee $1,364,111 $364,700 2 a ee Ree oo 2 Sak teen met ce orc, ieee on cee ere $500,000 
et eR ee, Serer GAME ie se et Wh tenes ee a ee $187,947 $347,553 $548,695 $383,637 
a Surplus. 6b Totalamount, ae to the city of Montreal, since the coming into force of the contract, on account of its rentals. The contingent reserve fund is 


limited, by the contract, to $500,000 
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rent rental as well as additional amounts 
on account of arrears. 

Under a special arrangement made 
with the city of Montreal, and ap- 
proved by the Montreal Tramways 
Commission, the company, in the 
month of August, 1925, started bus 
service on Sherbrooke and _ other 
streets of the city. 

During the year the company, with 
the approval of the Montreal Tram- 
ways Commission, executed an agree- 
ment with the city of Lachine cover- 
ing certain extensions of its system 
within the said city, including a bus 
service between Lachine and Montreal 
West, and also completed an agreement 
with the town of Lasalle covering a 
bus service within that town and con- 
necting with the city of Lachine and 
the town of Montreal West. 

The company has now under con- 
struction the extension of its tracks on 
Notre Dame Street east from Pointe 
aux Trembles to Bout de I’Ile, which 
will be completed shortly. This exten- 
sion will provide a service to the end of 
the island in lieu of that portion of the 
terminal division under sale to the 
Canadian National Railways, and in ad- 
dition, other extensions have been con- 
structed at various points of the com- 
pany’s system. The extensions con- 
structed during the year amount to 
10.75 miles of single track. 

In connection with the need for 
proper development of transportation 
facilities owing to the rapid growth in 
population the directors of the railway 
and the Montreal Tramways Commis- 
sion are giving this matter serious con- 
sideration, and as a measure toward re- 
lieving the downtown congestion have 
decided to establish a central terminal 
station on Craig Street, and for that 
purpose have purchased properties on 
Craig, Cote and St. Urbain Streets, 
upon which the necessary tracks are to 
be laid. The terminal building is now 
In course of construction, and when 
completed will be the means of mate- 
rially improving the service. Other 
projects for more rapid means of 
transit are under consideration. 


Refinancing a Financial 
Solecism 


An article written by Thomas F. 
Woodlock, now of the Interstate Com- 
merce Commission, and published in the 
New York Sun Sept. 27, 1924, is be- 
ing circulated among members of Con- 
gress. The purport of the article is 
that a railroad which finances itself 
with maturing bonds commits “a finan- 
cial so'ecism of a most flagrant kind”; 
that railroads ought to be financed by 
perpetual securities, and that this 
would mean “non-par stock and liberal 
dividends,” as well as a “revolution in 
railroad finance.” The object sought 
is the elimination of bankers’ charges 
in the recurring financing of the roads. 
The effort is being made to build up a 
political sentiment in favor of legis!a- 
tion toward that end. 

While the proposal made by Mr. 
Woodlock is intended to apply solely 
to the county’s railroads, the plan sug- 
gested is, as a theory, if nothing more, 
of general interest to other public 
utilities. 
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Traffic in Chicago Increases 
2.6 per Cent 


Summer transportation on the Chi- 
cago Surface Lines increased 2.6 per 
cent over the similar period a year ago, 
the first monthly issue of Service News 
will say. This periodical, issued by the 
Chicago Surface Lines, points out that 
the increase merits attention because 
in Chicago all forms of competition 
have increased, notably the bus routes 
of the Chicago Motor Coach Company, 
and there has been a large jump in the 
registration of automobiles. The 
figures given cover June, July and 
August. For 1925 the count was 375,- 
253,231; for 1924, 365,681,759. With 
the forthcoming issue, Service News 
ceases to be a bi-monthly and becomes 
a monthly publication. 


Manhattan “L” Rental Payment: 
Authorized 


The executive committee of the board 
of directors of the Interborough Rapid 
Transit Company on Sept. 16, 1925, 
authorized payment on Oct. 1 of the 
quarterly rental dividend to stockhold- 
ers of the Manhattan Railway who sub- 
scribed to the readjustment plan. The 
payment will be 75 cents a share on 
stock of record of Sept. 22, 1925. The 
Manhattan company owns the elevated 
lines operated by the Interborough. 

Frank Hedley, president and general 
manager of the Interborough, issued 
the following statement: 

The amount of the rental dividend for 
payment on Oct. 1 next was arrived at 
upon the basis of the earnings of the In- 
terborough system for the quarter ended 
June 30, 1925, less an overpayment amount- 
ing to $71,711 for the fiscal year ended 
June 30, 1925. The overpayment was due 
to the fact that the actual earnings for 
the year were less by that amount than 
the earnings as estimated when the pay- 
ments were authorized early last June. 
Failure to attain the estimated earnings 


was largely due to the slump in traffic dur- 
ing June, 1925. 


New Holding Company Issue Offered. 
—Public offering of a new issue of 7 
per cent cumulative preferred stock of 
the Pennsylvania Gas & Electric Com- 
pany is announced by A. C. Allyn & 
Company, Inc., New York. The shares 
are priced at 983 and accrued dividends, 
to yield 7.10 per cent. The utility sup- 
plies directly the entire gas service in 
York, Pa., and in the adjoining bor- 
oughs of West York and North York, 
Pa., and through a subsidiary about to 
be acquired will furnish electric light 
and power, gas and street railway serv- 
ice in Moncton, New Brunswick. 

Traffic Increases.— The Municipal 
Railway of St. Petersburg, Fla., carried 
314,378 passengers during July, accord- 
ing to a recent report of R. E. Ludwig, 
director of public utilities. .This was 
an increase of 95,250 over a similar 
period of 1924. Passenger fares col- 
lected during the month amounted to 
$15,651, compared with $10,883 for 
July, 1924, 

Balance Shows Falling Off.—For the 
year ended Aug. 31, 1925, the total 
operating revenue of the Department 
of Street Railways at Detroit, Mich., 
was $22,006,643, against $22,428,996 for 
a similar period ended in 1924. The 
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total revenue from all sources fell from 


$22,565,299 for the year ended Aug. 31, 


1924, to $22,179,530. Total operating 
expenses likewise fell off. They were 
$16,137,164 for the year ended Aug. 31, 
1924, and $16,077,091 for the year 
ended Aug. 31, 1925. The net revenue 
from all sources for this year was 
$6,102,439, against $6,428,135. The net 
income for the year ended August, 1925, 
was $3,470,907, against $3,583,687. 
Balance for the period was $512,223, 
against $865,118 for the year ended 
Aug. 31, 1924. Total railway passen- 
gers numbered 461,461,140, against 469,- 
609,029 for the year ended Aug. 31, 1924. 
Total revenue and transfer passengers 
on the system, including coach pas- 
sengers, numbered 467,367,176, against 
470,413,824. 


Stabilizing Fund Wiped Out.—Total 
debit to the stabilizing fund of the Des 
Moines City Railway, Des Moines, Iowa, 
for July was $47,871. This amount is 
about $15,000 higher than the maximum 
estimates. It points to the adoption 
of the 10-cent fare as rapidly as fran- 
chise stipulations permit. The debit 
is the largest ever incurred in the his- 
tory of the railway. This is the second 
time in its operation that the entire 
stabilizing fund has been wiped away. 
If the company, as is expected, deter- 
mines on the 10-cent fare, 90 days’ 
grace is required for its adoption. 


Valuation Hearing Not to Be Re- 
opened.—The Maryland Public Service 
Commission has declined to reopen the 
valuation hearing of the United Rail- 
ways & Electric Company, Baltimore. 
The suggestion that it be reopened 
came following the filing of a letter 
with the commission by Linwood L. 
Clark, counsel for the People’s Corpora- 
tion, in which he attacked the going 
value cla'‘med by the company. As the 
case has been closed by the commission 
with the filing of a written argument 
by William H. Maltbie, counsel for the 
United, and it was said nothing was-to 
be gained by reopening the proceed- 
ings, it was decided to allow the subject 
to rest. 


Partial Abandonment Denied. — The 
petition of the Buffalo & Erie Railway 
for consent to abandon that portion of 
its line in Fredonia, N. Y., on Main 
Street to the easterly line of the town 
of Pomfret, Chautauqua County, was 
denied on Sept. 14 by the Public Serv- 
ice’ Commission. The privilege is 
granted the company of renewing the 
petition not sooner than Nov. 1, 1925, 
after at least two months’ operation 
of the line under a regular schedule, 
and upon proof of its operating results 
on its entire system, as well as on the 
portion proposed to be abandoned. The 
village of Fredonia and residents along 
the line contended that no attempt was 
made to operate in January, February 
and March and that the service which 
had been rendered recently tended only 
to discourage use of the trolleys. 


State Treasurer an Illinois Power & 
Light Director. — Omer N. Custer, 
Galesburg, treasurer of the State of 


Tilinois, was elected a director of the 


Illinois Power & Light Corporation at 
a meeting of the board of that company 
on Sept. 15. 
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J. P. Ingle Manager at 
Jacksonville 


J. P. Ingle has been named manager 
of the Jacksonville Traction Company, 
Jacksonville, Fla., the receivership of 
which was recently lifted under a rul- 
ing by Judge R. M. Call in the federal 
court. Mr. Ingle, who has been re- 
ceiver since the death of E. J. Triay 
several months ago, will now work 
under a board of directors to be ap- 
pointed by creditors and stockholders. 

Mr. Ingle has been connected with 
the company since 1922, going to Jack- 


‘sonville from Haverhill, where he held 


a position as general manager with the 
Haverhill Gas & Lighting Company, 
also a Stone & Webster property. 
Previous to his Haverhill connection he 
had been in Keokuk, Iowa, where he 
superintended the Keokuk — Electric 
Company. In 1914 he became general 


superintendent and in 1915 manager of. 


the company. 

The decree lifting the receivership 
was issued after Mr. Ingle had filed a 
petition seeking authority to return the 
property to the parties interested. 


Changes in Missouri Commission 


D. B. McDonald, Lebanon, Mo., has 
been appointed by Governor Baker of 
Missouri general counsel for the State 
Public Service Commission. He _ suc- 
ceeds L. H. Breuer, Rolla, who resigned 


‘to accept the post of prohibition com- 


missioner for the Sixteenth (St. Louis) 


‘district. Mr. McDonald has been assist- 


ant general counsel for the commission. 
Secretary Perry Painter has been 
promoted to assistant general counsel. 
_ State Senator Larry Brunk has been 
named secretary for the commission. 


D. H. Moore with Ohio Brass 


David H. Moore has resigned from 
the Day & Zimmermann Engineering 
& Construction Company, Philadeiphia, 
Pa. as engineer to become connected 
with the Ohio Brass Company, Mans- 
field, Ohio, as assistant to the secretary, 
H. L. Brown. He will be ‘engaged pri- 
marily in the Ohio Brass Company’s 
development work. Mr. Moore has 
been connected with Day & Zimmer- 
mann since 1918. He entered its employ 
after completing the construction of 
power transformer tests at Pittsfield. 
As electrical engineer with Day & Zim- 
mermann Mr. Moore has handled elec- 
trical design, supervised drafting, 
estimating and construction and made 
engineering reports in the firm’s con- 
sulting service. His work covered prac- 
tically all branches of the firm’s power, 
lighting and railway business. In 1914- 
1916 Mr. Moore was assistant engineer 
of tests at the Pittsfield works of the 
General Electric Company. He -was 
orn in North Dakota 37 years ago, and 
was graduated from the North Dakota 
State College of Agriculture, class of 
1909, with the degree of bachelor of 
science in mechanical engineering. For 


‘ESS aan Personal Items 


several years he was an instructor in 
physics and chemistry, from which line 
of work he went with the General Elec- 
tric Company. Here he had an un- 
usually wide shop experience. Mr. 
Moore has also made a name for him- 
self as a teacher. 


W. S. Wyman in Responsible 
New England Post 


Walter S. Wyman, president of the 
Central Maine Power Company, which 
office he will continue to retain, was 
miade president of the Manchester 
Traction, Light & Power Company at 
the annual meeting on Sept. 11. Mr. 


Wyman succeeds Martin J. Insull, who 
becomes chairman of the board -of di- 
He also becomes head of the 


rectors. 


Ww. S. Wyman 


Manchester Street Railway, the Nashua 
& Manchester Street Railway and the 
Manchester & Derry Street Railway, 
succeeding Elwin C. Foster. 

A great deal of interest attaches to 
Mr. Wyman’s promotion with the Insull 
interests. His reputation in Maine is 
that he developed the Central Maine 
Power Company organization from a 
few scattered units to one of the sound- 
est utilities in New England. It is 
said that Samuel Insull was greatly 
impressed with Mr. Wyman’s ability in 
the power development field and was 
known to have carried out part of his 
program for expanding the Middle 
West Utilities Company holdings in 
New England on Mr. Wyman’s advice. 

Mr. Wyman, who will now occupy 
one of the most responsible industrial 
positions in the East, was made presi- 
dent of the Central Maine Power Com- 
pany early last year. In 1899 he was 
elected general manager of the Water- 
ville & Fairfield Railway & Light Com- 
pany with offices at Waterville, Me. He 
held this position until June, 1901. As 
the years went on he became an im- 
portant figure in Maine’s power devel- 
opment and in electrical and power 
associations. 

George S. West, former treasurer of 
the Manchester Traction, Light & 


Power Company, is succeeded by 
Thomas L. Skinner, J. Brodie Smith re- 
mains as vice-president and general 
manager, and Allan M. Wilson becomes 
clerk. 


F. R. Coates Heads Doherty 
Oil Division 

Frank R. Coates, president of the 
Community Traction Company, Toledo, 
Ohio, has been appointed head of the 
oil division of the Cities Service Com- 
pany, which includes production, refin- 
ing, marketing, marine and pipe line 
transportation. Mr. Coates has also 
been made vice-president, director and 
member of the executive committee of 
the Empire Gas & Fuel Company, the 
chief oil-producing subsidiary of the 
Cities Service organization. He suc- 
ceeds Waddell Catchings, who resigned 
as a director of Empire Gas & Fuel. 


H. C. Caster, for five years general 
counsel of the Empire Companies, with 
headquarters in Bartlesville, Okla., has 
been named to an executive position 
with Henry L. Doherty & Company of 
New York. The Empire is a subsidiary 
of Cities Service, a Doherty company 
owning public utilities in many parts 
of the United States. It was said that 
Mr. Caster would probably be vice- 
president and general manager of the 
$500,000,000 Doherty utility company. 


Ralph A. Douglas, for the past two 
months superintendent of power for the 
Monongahela West Penn Public Service 
Company, Clarksburg, W. Va., became 
division superintendent of transporta- 
tion on Sept. 1. Mr. Douglas suc- 
ceeds T. R. Norris, resigned. Mr. 
Douglas is a native of Wisconsin. He 
went. to Clarksburg from Michigan 
about two months ago to take care 
of the power department. 


Clement Studebaker, son of Clement 
Studebaker, Jr., president of the Illinois 
Power & Light Corporation, Chicago, 
Ill., has recently joined the forces of 
the company. Mr. Studebaker is 28 
years old. He pursued special studies 
in college and university and in tech- 
nical schools intended to fit him eventu- 
ally to become an executive of the 
company of which his father is the 
head and in which the Studebakers are 
understood to have a large financial 
interest. 


Louis C. Riegel, formerly sales man- 
ager of the Savannah Electric & Power 
Company, Savannah, Ga., has been ap- 
pointed head of the sales division for 
the Virginia Railway & Power Com- 
pany, Richmond. Mr. Riegel has been 
with the Stone & Webster organization 
for a number of years. 


T. R. Norris, superintendent of the 
Monongahela West Penn Public Serv- 
ice Company, Clarksburg, W. Va., re- 
signed recently to accept a position with 
the Luden Bridge ‘Company. Mr. Nor- 
ris was made divisional superintendent 
at Clarksburg about three years ago. 
Many improvements to the property 
were credited to his efforts. Prior to 
1922 he had been in charge of the engi- 
neering crews of the ‘company in 
Clarksburg for five years.” He is a 


458 


native of South Carolina and went to 
Clarksburg from the Carolina, Clinch- 
field & Ohio Railroad at Erwin, Tenn. 
He was with an engineering unit in 
the World War and was engaged in 
service at the front. 

Leon R. Brown, whose assumption of 
the editorship of Transportation News, 
the official publication of the New York 
State Railways, Rochester, N. Y., was 
referred to in the ELmCcTRIC RAILWAY 
JOURNAL, issue of Aug. 8, page 224, has 
been appointed director of safety for 
the New York State Railways. He suc- 
ceeds A. W. Koehler, who resigned in 
May to accept a position as superin- 
tendent of accident prevention for the 
Milwaukee Electric Railway & Light 
Company. Mr. Brown entered the em- 
ploy of the New York State Railways 
in 1913, becoming head of the engineer- 
ing department in 1918. He was grad- 
uated from Cornell University in 1911 
with the degree of civil engineer. He 
was chief of field party for the Niagara 
Falls Power Company in the construc- 
tion of its plant on the Niagara River. 


Obituary 


Howard Abel 


Howard Abel, controller of the 
Brooklyn-Manhattan Transit Company, 
Brooklyn, N. Y., with which he had been 
connected for 22 years, died on Sunday, 
Sept. 12. He was 56 years old. 

Mr. Abel was one of the best in- 
formed accountants in the country, 
not only on utility accounting subjects 
but on general accounting as_ well. 
He was trained to the profession 
in England, where accounting ‘was 
early raised to a science. He became 
connected with the Brooklyn Rapid 
Transit Company about the time that 
Col. E. W. Winter took over the work 
of rehabilitating that property both 
physically and financially and was one 
of a number of outstanding men in the 
railway field that Colonel Winter called 
to his aid in the work that he was 
then undertaking, others being the late 
John F. Calderwood, A. S. Dutton, W. 
G. Gove, W. O. Wood, and Dow Smith, 
to mention just a few. Every one of 
the managements of the property since 
that time has recognized the ability of 
the man along the line of his chosen 
work. 

Mr. Abel was at one time connected 
with the Fox Pressed Steel Car Com- 
pany in England, and after coming to 
this country in 1892 was associated 
with the Chicago & North Shore Rail- 
way. He later became associated with 
the Charles E. Yerkes interests and 
then became secretary and treasurer of 
the Northwestern Elevated Railway 
and the Lake Street Elevated in Chi- 
cago. During the building of the 
underground railway in London he was 
sent to London and became secretary 
and treasurer of the London Under- 
ground Railway. As stated previously 
he joined the Brooklyn Rapid Transit 
Company as controller, and when the 
company was reorganized in 1923 he 
was retained in that position. Mr. Abel 
was also a director of the Coney Island 
& Gravesend Railway. He © was a native 
of Yorkshire, England. 
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Vice-President and General Manager of 
‘Sales of Brill Company Succumbs 
After Brief Illness 


‘The car manufacturing industry suf- 
fered a great loss through the death 
on Sept. 14 of William H. Heulings, Jr., 
vice-president and general manager of 
sales of the J. G. Brill Company, Phila- 
delphia. Mr. Heulings died in the Jef- 
ferson Hospital, Philadelphia, after a 
brief illness. 

Mr. Heulings had been identified with 
the Brill company since February, 1885, 
when he entered its employ as a 
stenographer. Thus his entire business 
career had been devoted to the car 
building industry. He was transferred 
to the sales branch of the business at 
the age of 20 and proved an able as- 
sistant to G. Martin Brill and John A. 
Brill, who as president and vice-presi- 


W. H. Heulings, Jr. 


dent of the company directed its policy 
for many years after the death of their 
father, J. G. Brill. Mr. Heulings was 
appointed assistant secretary of the 
company in 1901, and in 1903 he as- 
sumed, in addition, the duties of gen- 
eral manager of sales. In June, 1914, 
he was also elected vice-president and 
held this joint responsibility at the 
time of his death. 

Mr. Heulings had an amiable yet 
forceful personality, combined with 
keen business sense and a very wide 
acquaintance with the car building and 
electric railway. industry. Through 
these qualities he became one of the 
most widely known and best liked of- 
ficials in the electric railway field. Dur- 
ing the latter part of his life he suf- 
fered greatly from ill health, but his 
indomitable courage carried him 
through serious operations and _ ill- 
nesses and he would return to his 
chosen work with the same cheerfulness 
and interest in business affairs. 


PAST-PRESIDENT OF MANUFACTURERS’ 
ASSOCIATION ~ 


Mr. Heulings was born on Nov. 17, 
1869, in Philadelphia. He received his 
education in the public schools of that 
city. He was a member of the Racquet 
and Art Clubs of Philadelphia, Engi- 
neers Club of Boston, the New York 
Club and the Railroad Club of New 


York. He was deeply interested in the 


work of the American Electric Railway 
Association and was a past-president of 


Vol. 66, No. 12 


the American Electric Railway Manu- 
facturers Association. 

-Aside from his official capacity with 
the Brill Company, Mr: Heulings was 
vice-president and a director of the 
American Car Company, St. Louis, Mo., 
anda director of both the G. C. Kuhl- 
man Car Company, Cleveland, and 
the Wason Manufacturing Company, 
Springfield, Mass., subsidiaries of the J. 
G. Brill Company. 

At the time of his death Mr. Heulings 
resided at 908 South 48th Street, Phila- 
delphia. . He leaves a widow, Grace 
Vane Heulings; a daughter, Salome 
Vane Heulings; a brother, Hugh A: 
Heulings, connected with the Brill 
sales department, and a sister, Mrs. 
George Sherrard. 


Andrew J. Farrell, associated with 

the International Railway, Buffalo, and 
its predecessors for more than 50 years, 
is dead. At the time of his death he 
was a member of the staff of claims 
attorneys in the trial of cases. Some 
years ago he served as claims agent. 
My. Farrell was 80 years old. 
_ George Gilbert Blumer, formerly gen- 
eral superintendent of the Allentown 
Passenger Railway, Allentown, Pa., 
now included in the system of the 
Lehigh Valley Transit Company, and a 
member of one of the oldest families 
in that city, died at his home there on 
Aug. 17, following a long illness. He 
was 70 years old. 

Rue F. Kelsey, traffic agent of the 
International Railway, Buffalo, N. Y., 
is dead. He had been associated with 
the company for several years. In 
June, 1923, he succeeded William J. 
Whiteside as traffic agent. For several 
years previous to this appointment Mr. 
Kelsey had been joint agent of the Erie 
Railroad and the International at the 
Lockport, N. Y., interurban station. 
Mr. Kelsey was 33 years old. 

William Mayall Milnes, general man- 
ager and engineer of Wigan, England, 
Corporation Tramways, died on Aug. 
17. He had held the post in Wigan 
since 1921, while before that he had 
been engineer to a number of different 
tramway undertakings in England. Mr. 
Milnes was 42 years old. He was a 
member of the Institution of Electrical 
Engineers, of the Institute of Trans- 
port and of the Municipal Tramways 
Association. He was held in high 
esteem in the British tramway industry. 

Daniel Boyle, first chairman of the 
tramways committee at Manchester, 
England, died recently. Originally a 
steam railway man, he became a mem- 
ber of Parliament and a leader in Man- 
chester municipal affairs. He was chair- 
man of the tramways committee from 
1898 to 1906, during which time the 
system was converted from horse to 
electric traction. So forceful was his 
influence in that particular sphere that 
frequently the great Manchester tram- 
way undertaking was jocularly referred 
to as “Dan Boyle’s light railway.” (The 
light railway movement was prominent 
in those days.) Mr. Boyle gave up his 
chairmanship in 1906 to devote himself 
to private enterprise. Since then he 
has not appeared much in the public 
eye so far as traction is concerned, but 


‘he again entered public life and be- 


came a member of Parliament. Mr. 


Boyle was 66 years old. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Stocks of Copper Drop in August 


A further reduction in stocks of re- 
fined copper occurred during August, 
according to the American Bureau of 
Metal Statistics. On Sept. 1 American 
producers had on hand 154,686,000 1b., 
the smallest since the war. 

The reduction of 21,330,000 lb. from 

the Aug. 1 total of 176,016,000 lb. repre- 
sented the biggest summer reduction in 
the history of the industry. 
_ August production of North and 
South American mines, including re- 
finings from imported ores, totaled 
220,058,000 lb. against 228,364,000 lb. in 
July, a monthly average of 224,868,000 
lb. in the second quarter of 1925; 218,- 
480,000 lb. in the first quarter of this 
year and 218,686,000 lb. a month in 
1924. 

Stocks of blister copper at smelters 
and refineries, in transit and in process, 
including refined stocks, on Sept. 1 
ageregated 625,898,000 lb. compared 
with 660,380,000 lb. on Aug. 1, a reduc- 
tion of 34,482,000 Ib. during the month. 

Shipments last week came to 241,- 
388,000 lb. against 235,000,000 lb. in 
July, a monthly average of 245,550,000 
lb. in the second quarter, a monthly 
average of 227,872,000 lb. in the first 
quarter of this year, and 219,964,000 lb. 
a month in the whole of 1924. 


New Steel Process Perfected 
by German 


A process for making cast steel 
which can be formed and welded hot 
and cold without the annealing process 
and which is 40 per cent lighter than 
other cast steel was perfected by the 
late metallurgist Jonas, who was direc- 
tor of a large Berlin foundry, according 
to the Deutsche Allgemeine Zeitung. 
One 3-ton furnace producing three new 
products is now operating. 

Other advantages of the new steel 
are that the surface of the casting is 
smoother than in the case of other 
steels, and its fluidity permits the pour- 
ing of bars 4% in. in thickness. Tensile 
strength tests show its elasticity to be 


44, breaking, 53, and twisting, 27, in 
one run of fire. 
Though the product’s cost is ap- 


proximately 10 fer cent more in the 
mold, the saving in machining costs and 
the fact that the loss through sandblow 
is negligible serve to make the finished 
material about 30 per cent cheaper than 
other castings, it is claimed. 


Use of Creosoted Pine Poles 


The use of pressure creosoted pine 
poles in 1924 showed an increase of 
nearly 100 per cent over the 1923 fig- 
ures. The accompanying statistics, 
covering pressure creosoted pine poles 
for each of the last eight years, have 
been compiled by R. K. Helphenstine, 
ur, of the. U. S. aperen® Service in co- 


operation with the American Wood 
Preservers’ Association. Figures on 
creosoted pine poles as a separ ate class 
have never before been given out. 


No. of P'ne 
Poles Pressure 
Year Treated 
TRON Ea Ai ie ioic 85 td Die OCR 


103,804 


The increased demand for these poles 
is attributed to the desire of public 
utility officials for a pole combining the 
qualities of strength and durability 
which will enable them to give the best 
service with minimum interruption due 
to repairs, replacement and damage 
from climatic disturbances, 


Modern Electric Locomotives 
in Old Mexico 


Based on the unqualified success of 
its initial electrification over the Mal- 
trate Incline, the Mexican Railway has 
placed orders with the General Elec- 
tric Company for additional equipment 
to electrify its line eastward for a dis- 
tance of about 17 miles. Power will 
be supplied from the existing substa- 
tion and with the present volume of 
business the ten original electric loco- 


motives will be able to handle all traffic 
on the new electric zone. 

The electric locomotives have lived up 
to all of the predictions and for more 
than a year have handled heavier trains 
at higher speeds over this profile than 
ever before. The sale of this equip- 
ment was negotiated by J. B. Cox.in 
co-operation with M. V. Stewart, presi- 
dent of the Mexican General Electric 
Company. Mr. Cox also served the 
company as consu'ting engineer and 
supervised the installation and initial 
operation. The locomotives are oper- 
ated by native engineers, instructed by 
A. L. Nelson’and B. S. Cain of the 
railway locomotive department and W. 
E. Hull and A. S. Durrant, Jr., of the 
Erie Works. The substation was in- 
stalled under the direction of W. V. 
Murphy of the contract service depart- 
ment at Schenectady. 


Prepares for Tilling-Stevens 
Buses in Buffalo 


Ernest M. Howe, Detroit, Mich., to 
whom the City Council of Buffalo, N. Y., 
recently awarded a franchise to operate 
a fleet of buses on various lines in the 
city at a 5-cent fare, has gone to Eng- 
land to make arrangements for the in- 
stallation of Tilling-Stevens gas-elec- 
tric buses in Buffalo. Buses similar to 
those intended to be installed in Buffalo 
are now in operation in London. Mr. 
Howe formerly was consulting engi- 
neer for the manufacturers of these 
buses in England and now is president 
of the Gray Motors Company, Detroit, 
Mich., which has the exclusive right 
for the production of buses of this type 
in the United States. The right of the 
new company to operate in Buffalo is 
subject to approval by the Public Serv- 
ice Commission. 


ELECTRIC RAILWAY MATERIAL PRICES—Sept. 17, 1925 


Metals—New York 


Copper, electrolytic, cents per lb... Hey: 14 775 
Lead, cents per lb.. wa 9.50 
Nickel, cents per lb. 34 00 
Zine, cents per |b.. ae 8.10 
Tin, ‘Straits, cents perlb.. 59.00 
Aluminum, 98 to 99 ae cent, cents: per ‘Ib.. 27.00 
Babbitt metal, warehouse, cents per lb.; 

ALAIN CRA Cem nies ois.c,50 ces nse we 60.00 

WOMMENCIA Me eaiales <isiecie sists cee ee 28.00 


Bituminous Coal 
Smokeless mine run, f.o.b. vessel, Hampton 


IRGC RG 5 Soon” SOR See eee $5.50 
Somerset mine run, Boston. eet end 2.00 
Pittsburgh minerun, Pittsburgh. . Tes 2.075 
Franklin, Ili., sereenings, Chicago.. SP toreuei ate 1.625 
Central, ill. screenings, Cincaro. ui. on. ies 
Kansas screenings, Kansas City........... 2.50 

Track Materials—Pittsburgh 
Standard steel rails, gross ton. . $43.00 
Railroad spikes, drive, Pittsburgh base, 

Centeperliia wapisiisioads<<2- 3. 2.99 
Tie plates (flat type), cents perlb.. 2 375 
Angle bars cents per lb.. 2.75 
Rail bolts and nuts, Pittsburgh base, cents, lb. 4.075 
Steel bars, cents per Ib 14) SPO aD REE DC 1.60 
Ties, white oak, Chicago, 6in.x8in.x8ft..... $1.40 

ee etareh 
Wire nails, base per keg. . 2.65 
Sheet iron (28 gage), cents per lb.. 3.15 
Sheet iron, galvanized (28 gage), cents perl. 4.20 
Galvanized barbed wire, cents per lb.. 3 35 
. Galvanized wire, ordinary, cents per lb.. 2.50 
Waste—New York 
Waste, wool, cents perlb...........--.s06 16 
Waste, cotton (100 lb. bale), cents per lb.: 
WWDite er trict chinese cp os 8d 13-19 
Colored we Meee eye cio e ge vere eee cues 10-15 


Paints, Putty and Glass—New York 


Linseed oil (5 bbl. lots), pergal.. $1.07 
Whitelead in «il (100 ib. keg), cents per lb.. 0.1525 
Turpentine (bbl. lots), per gal... 1.20 
Car window glass, (single strengths, first 

three brackets, A quality, discount*..... 84.0% 
Car window glass, (single strength), first 

three brackets, B quality, discount*. Re 86.0% 
Car window glass, (double strength) all 

sizes, A quality, discount*. ............. 85.0% 
Putty, 1001b. tins, cents perlb.. 4-6 


* Prices f.0.b. works, boxing charges extra. 


Wire—New York 


Copper wire base, cents per lb.. 17.00 
Rubber-covered wire, No. 14, per 1,000 ft.. $6.90 
Weatherproof wire base, cents perlb.. 18.50 
Paving Mates. 
Paving stone, granite, 5 in. 
New York—Grade I, per thousand..... $147 
Wood block paving 34,16 lb. treatment, 
Fa MAsAWELSOV Css sivas stack ogtene onl mr $2 70 
Paving Gree 33x8}x4, N. Y., per 1,000 in 
Catloaddotal stint te cee. atin Na ehdok syor 51.00 
Paving brick +x84x3 N.Y., per 1000 in 
WSTIQMU IGS tent owas ag tae pha Pet 45.00 
Crushed stone, }-in., carload lots, N. Y., 
POMOUY Oe hice Me acad hese pe 1.85 
Cement, Chicago consumers’ net prices, 
without IRON faite acetic. en ees 2.20 
Gravel, {-in., cu. an foibyNeYioctaae sant 275, 
Sand, cu.yd., N ad derma oreratseiatcre scetnlajelerare 1.u0 


Old ist aloe York and Chicago 


Heavy copper, cents perlb...............- 12.00 
Light copper, cents perlb.............0.0% 10.00 
Heavy brass, cents perlb...2.....3..2..0 7.75 
Zinc, old scrap, cents per lb.. . oe 4.50 
Lead, cents:per lb. (heavy)........... 8.25 
Steel car axles, Chicago, net ton....... ve, $18.25 
Cast iron car wheels, Chicago, gross ton... . 17.75 
Rails (short), Chicago, grosston:......... 20.25 
Rails, (relaying), Chicago, grosston........ 25.50 
Machine turnings, Chicago, grosston....... 10. 26 
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Tide of Immigration Turned 


The new immigration law has not 
only _effectively stemmed the influx of 
aliens into the United States but ap- 
pears to have done so in excess of all 
expectations during the first year of its 
enforcement. According to an analysis 
of immigration statistics for 1924-25 
made by the National Industrial Con- 
ference Board, New York, net immigra- 
tion during the fiscal year 1924-25 was 
less than a third, or 32 per cent of 
what it was during the year before. 

Common labor was the class of per- 
sons principally affected by the new 
conditions accompanying the enforce- 
ment of the 2 per cent quota act. 
Owing to the curtailed immigration and 
the numerous departures of unskilled 
laborers, a net loss of 15,106 of this 
class was sustained during the year, as 
against a net gain of 70,742 in the year 
1928-24. 

Total immigration, from quota and 
other countries, amounted to 294,314 
for the year ended June 30, 1925, as 
compared with 706,896 during the pre- 
ceding year, before the 2 per cent quota 
went into effect. Deducting those 
aliens who left the United States leaves 
a net immigration for the year 1924-25 
of 201,586, 60 per cent less than during 


the year 1923-24, when net immigration | 


amounted to 630,107. 

Canada and Mexico, according to the 
conference board’s analysis, now are 
the chief sources of immigrant labor, 
the influx from these two countries 
having yielded a net immigration of 
130,193, or nearly two-thirds of our 
total net immigration for the year. The 
net gain in skilled labor during the 
year was 42,422, as compared with 
148,616 in 1923-24. 


Union Switch Takes Over 
Hall Switch 


The Union Switch & Signal Company, 
Swissvale, Pa., has acquired the assets 
of the Hall Switch & Signal Company, 
Garwood, N. J. The manufacture of 
the apparatus heretofore furnished by 
the Hall Switch & Signal Company 
will be continued by the Union Switch 
& Signal Company. The users of this 
apparatus will be able to obtain it in 
the future as in the past. 


New General Electric Warehouse 
in Los Angeles 


Plans have been announced by the 
General Electric Company for the im- 
mediate erection of a large warehouse 
and office building at Santa Fé Avenue 
and 52d Street, Los Angeles. The 
plant, which is to be used as a dis- 
tributing center, will cost about $1,000,- 
000, including land, buildings and 
equipment. 

The plans, being prepared by the 
Austin Company of California, call for 
a warehouse three stories high and 
designed to handle four’ additional 
floors. 

The office building will adjoin the 
warehouse. It will front on both Santa 
Fé Avenue and 52d Street and will be 
two stories high. Numerous depart- 
ments_of the General Electric Company 
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at present are scattered over the city, 
but as soon as the leases on the places 
expire they will be moved to the new 
central location. The building is ex- 
pected to be ready Jan. 1, 1926. 


An Appeal to Merchants 


The United States Post Office De- 
partment, New York, N. Y., has issued 
circulars to all merchants and others 
in business for “complete address for 
mail” and “an appeal for: definite ad- 
dresses.” One circular states that mer- 
chants can aid materially by including 
in their letter, billheads and other sta- 
tionery, particularly order blanks and 
envelopes, and also in all advertise- 
ments in magazines and in newspapers 
their complete street address. All mer- 
chants who receive mail in post office 
boxes are asked to print the number of 
their post office box and postal station 
district on their stationery as_ their 
mail address. The postmaster - states 
that the co-operation of merchants and 
business concerns generally will result 
in expeditious handling and delivery of 
mail. —— 


Rolling Stock 


Coral Gables Rapid Transit Corpora- 
tion, Coral Gables, Fla., it is reported, 
has placed an order with J. G. Brill 
for a number of double-truck cars of 
interurban type and of special design, 
each car to seat 52 passengers. 


Track and Line 


United Electric Railways, Providence, 
R. L, has reconstructed track on Elm- 
grove Avenue. This work includes, be- 
sides track renewal, a new double track 
to accommodate the traffic to the new 
Brown Stadium. Other track construc- 
tion and paving are being undertaken 
on North Main Street, Weybosset and 
Dorrance Streets. 


Los Angeles Railway, Los Angeles, 
Cal., will soon start moving track on 
Vermont Avenue on the private right- 
of-way between 63d Street and Flor- 
ence Avenue. The track will be moved 
west to the center of the right-of-way 
strip and lowered to practically the 
same grade as the street. Four-inch 
curbing will be built around the out- 
side of the rail and landing platforms 
constructed. The first part of the work 
will be the construction of a new south- 
bound track. This rail will be put on a 
cribbing of ties, then the present south- 
bound track will be taken up and the 
ballast put under the new: rail. The 
new north-bound track will occupy 
approximately the same position as the 
present south-bound track, Seventy- 
pound steel will be used. 


Trade Notes 


Linde Air Products Company, New 
York, N. Y., manufacturer of oxygen, 
has announced that L. M. Zimmer has 
been appointed its general sales man- 
ager and general sales manager of the 


‘Newark, N. J., has issued a color card 
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welding gas division of the Prest-O- 
Lite Company, Inc., manufacturer of 
dissolved acetylene, succeeding L. M. 
Moyer, who resigned Aug. 1, 1925. Mr. 
Zimmer entered the employ of the 
Linde Company nine years ago as — 
junior salesman and has steadily risen © 
in rank. Most of the time he has rep- 
resented the company in the Central 
West. He became connected with the 
New York office early in 1924 to act 
as assistant general sales manager. 
Monitor Controller Company, .Balti- — 
more, Md., manufacturers of a complete — 
line of automatic motor starter and con- 
trol apparatus and Edgewound resist- 
ors, announces the establishment of a — 
branch office in Washington, D. C. This 
: 
, 
* 


office will be located in the Evening © 
Star Building at Eleventh Street and 
Pennsylvania Avenue. It will be in 
charge of C, R..Speaker, with territory — 
embracing the District of Columbia, 
State of Virginia and the southern por- 
tion of the State of West Virginia. 

E. I. Du Pont de Nemours & Com- 
pany, Wilmington, Del., announces that, 
to make certain of delivery by a speci- 


fied date the Pittsburgh Railways has 


specified Du Pont “Duco” as a finish for 
100 new cars ordered by the railway 
from the Osgood-Bradley Company. 
Irvington Varnish & Insulator Com- | 
pany, Irvington, N. J., has announced 
that Charles E. Garneau has been ap- — 
pointed sales manager. For several 
years Mr. Garneau has handled the de- — 
velopment of insulation’ products’ and ~ 
sales from the factory direct and will © 
now handle the sales development of in- — 
sulation products. : i 


New Advertising Literature 


Gcoheen Corporation of New Jersey, 


and descriptive folder on its galvanum — 
paint for galvanized iron surfaces. The 
New York office of the company is at 
331 Madison Avenue. 


Electric Service Supplies = 
{ 
: 
4 


Philadelphia, Pa., has prepared for bus 
body builders, bus owners and operators 
a handsomely illustrated 32-page book- 
let on the use of Hunter illuminated 
bus signs. The booklet is entitled “Tell 
the Public Where You’re Going,” and 
a score or more of large illustrations 
of all types of buses, single and double 
deckers, illustrate clearly the way in 
which these roller curtain signs can be 
used to mark the routes and destina- — 
tions of passenger vehicles. 4 


Philip Carey Company, Lockland, 
Ohio, has issued an illustrated pam- — 
vhlet in loose-leaf sheets on “Elastrite — 
Track Insulation—Its Composition, Ap- — 
plication and Functions.” Interesting i 
drawings are included. . 


Sullivan Machinery Company, Chi- 
cago, Ill., has issued a 30-page illus- 
trated bulletin, No. 77-N, describing — 
three distinct types of Sullivan port- 
able air compressors. “You can do it 
quicker with air” is the slogan of the 
portable compressor. 


Rotary Snow Plow Company, Min- 
neapclis, Minn., has issued an _ illus- 
trated folder describing how the rotary — 
plow solves the problem of snow re- 
moval. 21 


¥ 


